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Hicks’ Improvement in Tubular Boilers. 








The object of this invention is to offer to the currents of hot 
gmoke and gases before they enter the tubes surfaces inclosing 
rapidly circulating streams of water. It was shown a number 
of years ago that the highest evaporation takes place at the 
tube plate, and wherever the currents formed by the products 
of combustion impinge or come directly in contact with heating 
surfaces which obstruct their flow. Hicks’ improvement con- 
sists in a series of vertical water tubes placed immediately in 
front of the tube or flue openings. These water tubes being 
yertical and connected with the water space at their upper and 
their lower ends, the heat to which they are exposed causes a 
very violent circulation to take place, thus bringing a large 
amount of water in contact with the fire surface. The water 
tubes also have the effect of delaying the 
flow of the hot gases and air for a sensible 
period of time, so that there is more time 
for the elements of combustion to combine 
and also to communicate their heat to the 
adjacent surfaces. 

The chief difficulty with this arrange- 
ment was that of keeping the water tubes 
tight at the point where they connect with 
the tube plates. This, itis said, has been 
overcome by the plan shown in fig. 3, 
which represents one end of a tube on an 
enlarged scale. A piece of ordinary tube, 
A, is first put into the tube plate in the or- 
dinary way, by caulking. To the inside 
end of this tube a ring is welded, into 
which the smaller tube Bis screwed. To 
the outside end of the small tube an or- 
dinary elbow, C, is fastened with a coupl- 
ing E, into which the pipe D is screwed. 
The horizontal piece of pipe B is long 
enough to take up the expansion of the 
pipe D without injury to the joints, from 
which great difficulty was at first ex- 
perienced. 

This arrangement has been used on 
the Chicago & Northwestern Railway, we 
are told, with very great success. 


Railroad Manufactures. 


F. L. Pope & Co., well known dealers in 
telegraph supplies, have sold out their 
business to the house of L. G. Tillotson 
& Oo., who recently purchased the rail- 
ned supply business of Vose, Dinsmore 

Co. 


The Bulletin of the American Iron and 
Steel Association, speaking of the West- 
ern iron trade, says: “Commencing at 
Pittsburgh, it shows every sign of healthy 
activity. Profits are of course restricted— 
not what they once were; but the stagna- 
tion in the trade which existed last win- 
ter is gone. Nearly every rolling mill at 






July 6, with about one-third of the usual force. The start is 
made under the arrangement with the creditors, the shop be- 
ing run for their benefit. Ten of the Russian engines are to be 
finished and shipped. 

The Pittsburgh Steel Casting Company has begun the manu- 
facture of car-wheels with steel tires, under the patent of Sax, 
Kear & Co., of Pittston, Pa. 





MASTER CAR-BUILDERS’ ASSOCIATION. 
Ninth Annual Convention. 


We continue this week the report of the proceedings of the 
Convention, beginning here with the second day: 

The report of the Committee on Draw Bars and Buffers was 
read, A summary of it has been already given. 

Mr. 8. GrirrirH said that at least 50 per cent. of what are 
called running repairs are caused by breakages of draw-bars 
and their attachments. Sometimes by the breaking of bolts 
the end of a car is pulled out; sometimes a collision is caused 
by trains breaking in two. They ong to strengthen the parts 
thus shown to be weak. His company had a continuous draw-bar 
(of which he showed a model) pulling through the car and 
through the train. By this plan each car had only its own 
weight to pull, and not that of all the train behind it. It 
pulled each car from the backend. He thought it was sim- 
ple and efficient. The line of draught was the srongest part 
of the car, and the draw-bars were kept at the stan 
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Mr. CHAMBERLAIN thought that in Mr. Griffith’s plan there was 
no chance for failyre unless the spring gave out. 

Mr. Hiiprvp said that on the Baltimore & Ohio coal cars the 
center 7 is used only to pull by. The stopping or buffing 
is done by wooden springs at the end of the cars, a common 
plan in Pennsylvania. 

Mr. Srernnacu said that they also used the wooden spring 
bumper on the ends of the cars. 

Me. Davenport thought Mr. Griffith had the right idea 
though some modifications of detail might be made. He had 

ea which was advocated by the Cincinnati Convention. 
Mr. C. E. Garey said he had a plan worked out theoretically, 
He used a hollow rod instead of a solid one, and nuts on the 
end instead of keys. Otherwise it was very much like Mr. Grif- 
fith’s plan. The continuous draw-bar was what they needed. 

Mr. Van Hovren said that on closer inspection he found that 
oe a ~ yon more than he had thought from the old plans 

e spoke of. 
€ PRESIDENT asked if anyone had statistics giving the cost 
of maintaining the draw-burs on any given number of cars, or 
the number of cars laid up by failure of draw-bars. 

Mr. Parrrip@r had had access to the books of a re shop 
and had found nearly one-half of the repairs was to draw-bars 
od oceuete. Of 128 accidents 51 were to draw-bars and at- 

chments. 


Mr. Apams thought there was one addition needed to Mr. 





Griffith’s plan, and that was a self-coupling arrangement ; 
otherwise it was very good. The only objection was the two- 


height. , inch hole required through the bolster just where the centcr- 


in was. He had found by investigation 





‘2 ow =~ the loss on Anks and pins was 

—much larger than he had supposed. On 
the Boston & Albany, with 5,000 cars, it 
was from $20,000 to $25,000 annually. 

Mr. Grirrirx said that his king-bolt did 
not go through the bolster. 

Mr. L. Garey said the number of links 
and pins that dirappeared was enormous. 
He hoped that next year every one would 
have some statistics on this matter; the 
cost of keeping up draw-bars, and the 
number of accidents caused by them. A 
perfect a) -y ~ would include a self- 


























Pittsburgh is running and selling its 
product. All the large steel works in the 
same city are as busy as they can be, 
Their product is sold up, and their own- 
ers have the money for it. Never before 











has the Western demand for their agricul- 





coupler, but he doubted very much if a 
drawing and a b arrangement could 
be included in one attachment. 

Mr. Hopxrms thought it would be well 
to —- the draw-bars broken by buffing 
from those broken by pulling out. He 
had found seven-eighths of them brokin 
by compression. They must have strength 
in the car body to withstand the strains of 
concussion. 

Mr. CHAMBERLAIN asked how they could 
find out how the draw-bars were destroyed, 
Cars were brought to the shop broken ; 
no one could tell how it was done. 

Hopkins thought conductors could 
be required to make reports. He thought 
the Convention ought to do —— to 
avoid the great loss of life from coupling 
cars, 

Mr. Stewart thought much of the dam- 
age resulted from carelessness in starting 
and stopping. Officers of roads could do 
much to prevent this. 

Mr. J. H. F. Wrens said that on his road, 
the Atlantic & Great Western, conductors 
and engineers had to make a monthly re- 
port, including every accident wLich mace 
repairs necessary. had worked weil 
and made them more careful. 

Mr. Forp thought that not enough at- 
tention was paid to keeping the bolts 
tight. The holes were sometimes too 
large, and the nuts were allowed to get 
loose. 

Mr. MoVay thought that train-men ought 
to be held toa greater responsibility for 
accidents. He engpemet that the Asso- 
ciation prepare a blank form of report on 
which every car injured might be reported 
to the master car-builder. 

The Presipent thought it would be diffi- 
cult to get up a form that would suit every 
road, it had better rest with the master 
car-builder of each road. 


Mr, McVay said that it was difficult for a 











master car-builder to get anything intro- 
» tural steel been greater than during the 






















é Y « duced, If it was recommended by the As- 
past few months, while a gratifying in- i: GY pr sociation it was an easier matter, Where 
crease in the demand for their tool and LY UN reports were required in a little time it 
cutlery steel has come from all sections. LY, GN made the train-men much more careful, 
* * We desire to be explicit in the state- Sy, BN E On his road no one was held to any respon- 
ment of the conclusion that a very decided Y aN sibility for breakages. : 
reaction for the better-has occurred, that Y aN ° Mr. wuee _~ 1 - Oe ues cone 
Seas 6 tootondy to ighor prises tell ter Sy a was evident, the, train-men hed to pay for 

) ; i el or Y p ’ x 
pig and manufsctured iron is plainly appa- 54 the Lreakages, where it was a smallmatter, 
rent. A careful summary of the informa- 


tion obtained by. us shows that fully three- 
fourths of the mill capacity and fully one- 
half of the furnace capacity. of the West, 
aalaling Pittsburgh, are now actively em- 
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he Taunton Locomotive Works, at Tau- 
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vend it made them very careful. 

Mr. Stewart said that unless a uniform 
account was kept, a breakage could not be 
traced to the right man. 

Mr. CHAMBERLAIN said that he had been 


on the Atlantic & a ance gi og 
Socal = — 29 the report system was introduced r. 
ton, Mass., have a contract for 12 heavy vd od A - oot > F. W. Grinnell, the Superintendent of Mo- 
Treas. —_— engines for the Central Pacitic HICKS’ IMPROVEMENT IN LOCOMOTIVE FIRE-BOXES. tive Power. It had, when carried out, 
. saved a great deal of money. The system 
The Baldwin Locomotive Works at Philadelphia have been | It was not dependent upon a bolster for mogert, but had a solid | was of no use, however, unless the Superintendent and master 
—=> turning out some engines for the Philadelphia, Wilmington & i 


ks, 


Baltimore road. 


a Indianapolis Rolling Mills have closed a contract to 


‘urnish 1,300 tons of new iron rails to the Indianapolis, Bloom- 
— & Western road. 


he wing known as the “old shop” of the Detroit Bridge & 


bearing. They had had this draw-bar on cars on the In- 
dianapolis, Cincinnati & Lafayette road for eight months, 20 of 
them in the stone trade between Chicago and Cincinnati. 
There had been no trouble with any of them. Each car had 
only its own weight to pull, the continuous draw taking the 


shanic would co-operate with the car-builder, 
— moved that T commalthen on collecting statistics on car 
repairs and forms for keeping the same, be appointed. 

Ir. Forney said the Committee on Subjects had had this 
matter under consideration, and he thought the motion should 


j i i in a year to 
hole pull of the train. be modified, It was impossible for any committee 
Iron Works at Detroit, Mich. lestroyed by fire very earl Mr. Rrempact said that on his road (the Philadelphia} prepare a complete system of accounts. the next 
on the morning of J une 30. ‘ "The building whe bere ay high, & Reading) they had used a continuous draw-bar on their | year each member should keep such an account as he thought 
by 80 feet, and was used partly as a blacksmith pom’ | 


rtly 
“64 machine shop. The loss is about $6,000 on the building, 
$25,000 on machinery, and is partly covered by insurance. 
,+he Huntingdon (Pa.) Car Company ‘s building 50 cars for 
the Pennsylvania road, 
me National Locomotive Works of Dawson & Bailey, at Con- 
luck Ue Pa., have the order for the engines for the Green 
Railroad, ¢ new iron ore road now under construction. 


assenger cars for many years. The springs were in 
The po ole instead of = & at the ends. They used with 
a wrought-iron bar a bar 3 by 7% inches, 18 inches long, 
and these will buckle up and break, They found that iron 
would not do so well as good ash-wood. The Baltimore & Ohio 
used a continuous bar, a 2-inch rod right through. 
These rods were apt to buckle up and they were very incon- 


eded, and then compare them, a great advance would be 
onde. wn eomanioes might any — ae with ad- 
tage, but not attempt to mature a comp system. 
“ir. PARTRIDGE = they could ask for certain specific infor- 
mation on certain points. 
Mr. Van Houten agreed with Mr. F and ht that 
the resolution woul only give a commnitbee a great deal of 


; ¢ ing. On his road 
ient to repair. labor to do which would not amount to anything 
The attempt i “Y h did less damage than the buf-| they had certain reports to make, and he kept a record of his 
= Sear pte gata wea a hee ta one oe a eat a oak besides. If each master car-builder w bring next year 
sbandoned. Immense quantities of wood and coal-oil 


Were used in the attempt to get up fire. 

copa ee? ys Ruma Pap oe 
rt 

blast nag re mortgages on the Superior ra: a 


ir. Forp thought that Mr. Griffiths’ arrangement was very 
sti in that respect. He had the benefit of the bar-bolts 
and the bolster too; he did not have to depend on the back 


information of what he had done, it would cover the whole 
ground, 


Mr. Hopxrys thought it might be well to have a committee 


follower, as in a common car, to collect information. 
Co, , owned by Messrs. Harbaugh, Mathias &| Mr. Van Hovren said that they had a similar arrangement on| The motion was then carried, and Messrs, John McVay, J. H. 
' ¢ how bankrupt, has taken possession of the works, and will | the New Jersey Railroad 35 years ago, only the spring was in the | F, Wiers and T. B. Stewart were appointed the committee, 
fe qork the furnaces in condition for making Bessemer iron for the | center with a rod from each end toit. Although Mr. Stewart thought it would be well to address a request to 
—_— Bria Tron Compen at Johnstown. It was from the first- ye oar very pope eee was always —_— up, and a me su ptentents | fo, fae uire Fog ° —. _ mn 
ostoD. pany that Messrs. H., M. & Co. purchased the Su; always out of order. similar arrangemen' been pa i ER 88 on the ania lroad infor- 
a Hior works. P° | by Mir. Cobb, once Master Mechanic on the Penneyivania road, 





The Grant Locomotive Works at Paterson, N. J., started up 








Al these things were failures, he thought. 


tendent’s office ; a master 


1] collected in the sy 4 
ie nal al ‘or his own shop or division, 


car-builder could only report f 
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Mr. ParTripae said that he knew they had a very good system | equal amount at each end, the same as the piston passes over | C.,H.&I.... 


of reports on some roads, and it would be of great service if 
others could be induced to ~~ the same. . 

The report on Freight Car cks, etc., a summary of which 
has already been given, was then read. 

Mr. Partrripge thought it would be well if questions were so 
put that they could be answered by sending models. They had 
alrea ly collected many very fine models. 

Mr. Horxiys thought it would be best to accept the report 
and continue the committee. 

After some discussion on the point of order, the time set 
ee under the rules for receiving and answering questions ar- 
rive, 

The first question was: How many new car axles should be 
fitted to wheels and journals in ten hours’ labor by one man ? 

Mr. ApAms said it depended upon the lathe. 

Mr. CHamBerLain said it depended upon the tools and the 
man also. He had got out 16 axles in one day with the same 
lathe that a man could only turn out four with at one time. 

The Presipent said that the object of the question was to 
compare experiences. If it took five men to do one man’s work 
anywhere, they wanted to know it. It was to bring out by 
comparison the best way of working, the best tools, etc. 

Mr. Somersy said that he always employed a good man on 
axies. It was too important a point to put a rman on. 

Mr. Hizprvr said that they used an extra heavy lathe, a fast 
feo 1 and a single tool. 

Mr. Davenport said that it depended in great measure upon 
how much extra iron had to be taken off. 

The next question was: What may be considered the life- 
time or the mileage life of a strictly No. 1 car-axle, hammered 
from scrap? 

Mr. Krapy said that they did not calculate to turn up their 
freight axles when they were 10 years old. Their passenger 
axles were turned over to fresght, and they did not turn them 
u> asain afterward. A little while ago he found an axle that 
had been in use since 1856; it took 170 blows to break it after 
it a 1 been cut all round with a cold chisel. 

Mr. McVay said they put all new axles under passenger cars 
and tarned them over to freight when they were refitted. ‘They 
discarded none on account of age until they were too small to 
make a fit in the wheel-seat. He thought they would run from 
12 to 15 years, though some would run oh y may It had never 
been settled how much an axle deteriorated by use. They ran 
theirs until they were reduced to 3% inches at the wheel-seat, 
and 2% at the journal. 

Mr. Somerby said his orders were not to use any axles more 
than two years old under a passenger car. They were turned 
over to freight after that. 

Mr. CHAMBERLAIN said that age was no criterion. He had 
cars that ran 24 miles a day, and others that ran 12,000 miles a 
mouth. H+ abandoned an axle when the journal was reduced 
to three inches. 

Mr. Forney thought they would have to let it stand at that, 
tht they did not know what was the average life of an axle. 

Mr. Parrarpoe said he had seen journals that had worn down 
from 3 inches to 2 inches, and were running right along in or- 
dinary service, 

_ Me. Hopxrns —— these questions were valuable as show- 
ing them how little they did know. 

Toe next question was: In making bills for work done by 
one railroad company for another, it seems to be desirable that 
a uniform percentage should be added to such bills, Should 
this percentage be added to the labor only, or to the labor and 
matorial u 

Mr. Krrpy said that the bills they received varied very much, 
10, 15 and 20 per cent. being added, sometimes to labor only, 
so uetimes to material also. It was desirable to have a uni- 
fo:m standard. His custom was to add 20 per cent. to the 
la or and charge material at cost. 

Mr. Apams said it was their custom to charge the same per- 
ce itige, as near as they could ascertain it, as was charged them 
by the roads for which they were working. 

Mr. Kresy said it was their custom to charge no percentage. 
He hal had none he him, and he charged none. 

M°. Gaurrrra’s custom had been like that described by Mr. 
A lons, to charge others as others charged them. He thought 
10 _ cent, would be about right for a uniform charge. 

Mr. MoVay's rule had been to charge outside parties 10 per 
ce it. on the labor and nothing on the material used. 

Mr. Frerauson’s instructions were to charge 10 per cent. on 
the face of the bill, both on labor and material. 

Me. Stewart's custom had been to charge actual cost. 

A Memper said thatif charge is made only for actual labor 
performed, nothing was received for superintendence, use of 
machinery and interest on investment. 

Mr. Stewanr said these would all be included in the cost. 

The Committee then adjourned until the next morning. 

‘jiinemat 


Crosshead Pins. 


The following letter we copy from the American Artisan, to 
which it was addressed : 


In reciprocating machines, where the strain on the bearings 
comes in alternate directions, and where the connecting-roda 
work through small arcs, as in the case where tite connecting- 
rod of a steam-engine is pivoted to the crosshead, the tendenc 
is for the pin to wear oval, and the box, where that is kept well 
up to the pin, to wear oval also. 

When the two have so worn to any appreciable extent, one of 
two objectionable conditions must exist—either the joint must 























be loose when the engine is on the dead-center, or bind when 
tho crank is at half-stroke. These facts make themselves mani- 
fest either by thumping in one case or heating in the other. 
The plan shown in the di will effectually overcome this 
trouble, and doubly pay for the little cost necessary to expend 
in <a it into practice. It will be noticed that not only 
two halves of the box are cut away, but the journal is cut away 
on its wearing surface to exactly the same amount 
also. It will be further notic that the pin is 
cut away equally on both its upper and lower sur- 
faces, whereas the box is cut away more on its upper 
surface than on the lower one. To fully understand The 
reason of this it will first be necessary for the reader to know 
that this represents the arrangement in an engine where the 
pin is in the connecting and has a bearing each 
side of the form shown in the crosshead. Assuming the 
eagine to be a horizontal one, and running forw as the 
majority are made to run, then ure on one half of the 
box takes place while the crank is travelling from one dead- 
center up and over to the other dead-center. During that ; 
time the two wearing-surfaces in contact would pass over an | 


the counter-bore in the cylinder; during the return stroke there 
would be no pressure on that side of the pin, but the other 
side of the pin would be doing the work, and would, while the 
crank was passing under, operate exactly the same. If the 
pin was fixed in the crosshead, as is the usual practice, or if 
|the engine run under as is the case with a locomotive, 
then some one of the conditions would need to be reversed. 
In either case it would be the pin, and not the box, 
that would need to be cut away unequally, and, in the case of 
the engine’s running under, the pin would need to be cut away 
the most on the upper side. The objection likely to be raised 
to this planis that it reduces the wearing-surfaces; and, as 
there never is one-half enough surface provided in these 
ey that objection would hold good, were it not for the fact 
hat the surface on top and bottom, as has been shown, does 
more harm than good. To make the pin secure in the con- 
necting-rod and turn in the cross-head will, in most cases 
give room for twice the wearing-surface, put the bearings 
where they can be oiled from the guides, and is better in other 
respects. Should any one adopt this bearing, they ought, if 
they expect to reap any benefit from it, be particular to cut 
the shaft away, so as to leave the bearing-surface exactly the 
same length as the bearing-surface in the box, to make the 
excess of space on the right side of the right piece, and to have 
the oil-holes lead to the wearing-surface, as indicated. 
Yours, etc., Joun E. Sweet. 

Srptey CoLtLecE or Mecuanic Arts, 
CorNneELL Untvenrsiry, Ithaca, N. Y. 


OGontributions. 
Heavy Traffic on a Single-Track Line. 


Avon, N. Y., July 5, 1875. 
‘To THE Eprtor oF THE RAILROAD GAZETTE : 

During the rebuilding of the Portage Bridge, the entire 
Buffalo business of the Erie Railway has been forwarded over 
its Rochester Division (110 miles single track), between Corn- 
ing and Attica. The amount of business upon the division is 
best shown by the number of cars passing Avon, the junction 
of the Rochester and Buffalo branches. 

During the month of June this number was 22,277 freight 
cars, loaded and empty, or an average of 742 daily. The pas- 
senger trains run during the same time between Corning and 
Avon were twelve daily (week days), equally divided between 
the Avon and Rochester and Avon and Buffalo. 


Can any single-track road show a larger business ? ° 





ANNUAL REPORTS. 
Cincinnati, Hamilton & Dayton. 


During the fiscal year ending March 31, 1874, this company 
operated the following lines : 


Miles 

Cincinnati, Hamilton & Dayton, Cincinnati, O., to Dayton........ 60 

Dayton & Michigan, Dayton to Toledo..........00cceeeeeeeeseeses 142 
Cincinnati, Richmond & Chicago, Hamilton, O., to Richmond, 

BRB coc cc dccncsrncccccccsse ceccrecccnseeseesecscccecesccece cece 5 
Cincinnati, Hamilton & Indianapolis (formerly Indianapolis 

Junction), Hamilton, O., to Indianapolis, Ind.................. 98 

Pic cae wincden$escseseessdeees seta ensesneaneneesesedeeees 345 


The first-named line is owned, the others leased, though the 
ownership of the Indianapolis line ne can rag entirely vested 
in the Cincinnati,Hamilton & Dayton Company, in whose interest 
it was bought at foreclosure sale and reorganized nearly three 
years ago. The whole system forms a main line, 202 miles long, 
from Cincinnati to Toledo, with branches from Hamilton to 
Richmond and to Indianapolis. The trains of the Atlantic & 
Great Western run over the road from Dayton to Cincinnati, 
two extra rails being laid, of 6-feet gauge. 

The equipment of the whole system consists of 82 engines ; 
56 passenger, 2 mail and 24 baggage cars ; 929 box, 187 stock, 
168 codl, 391 flat and 29 caboose cars; 6 wood train caboose 
cars, 74 hand and 65 truck cars; a total of 83 passenger train 
cars, 1,704 freight train cars, and 145 road or service cars. The 
company also owns 50 box and 50 flat cars run in the Saginaw 
& Cincinnati Lumber Transportation Line. During the year 
five old passenger cars were broken up, one new one built and 
six ‘wend wry 50 box, 61 flat, 6 stock and 2 caboose cars were 
built to make up depreciation of equipment and were charged 
to repairs. 

The capital account may be summed up as follows at the 
close of the last two fiscal years : 











1875. 1874, Inc. or Dec. 
Capital stock........+. $3,500,000 00 $3,500,000 00 .............056. 
Bonded debt... ...... 2,250,000 00 + 2,150,000 00 Inc... $100,000 00 
Surplus earnings..... 1,244,337 80 961,282 80 Inc... 283,055 00 
Bills payable........ 635,715 82 644,724 57 Dec.. 9,008 75 
Current accounts.... 418,300 71 505,636 62 Dec.. 87,365 91 
Total. ....0 scoces $8,048,354 33 $7,761,673 99 Inc... $286,680 34 


The capital stock is $58,333, and the bonded debt $37,500 per 
mile owned. 
The capital accounts of the leased lines are as follows: 


Day. & Mich. Cin., Rich & Chi. 




















Common BtOCK........ecceeeeeeecees $2,400,730 69 $382,600 00 
Preferred stock. ......sseeeceseceses BO Breese 
Banded Gebt.......ccccccccccesesece 2,757,800 00 625,000 00 
Other accounts. ....ccccccscccccccese 635,473 53 22,168 19 
Teted .cccccccce cccsccccscccess $7,072,104 21 $1,029,768 19 
The earnings and expenses for the year were as follows: 
1874-75. 1873-74, Inc. or Dec. 
Passengers........0.6+ $834,426 89 $704,821 14 Inc,..$129,604 75 
Freight... .c.ccccesees 1,588,090 39 1,405,114 01 Inc... 182,976 38 
Rent of road.......... 100,600 00 EE AG 
Other sources......... 204,999 45 183,597 21 Inc... 21,402 24 
Total earnings.....$2,818.115 73 $2,484,132 36 Inc...$333,983 37 
Transportation exp’s.. 1,773,753 78 1,550,040 43 Inc... 223,713 35 
ML, cnkinn tks chedpeene 112,171 55 95,882 66 Inc... 16,288 89 
Total expenses....$1,885,925 33 $1,645,923 09 Inc... $240,002 24 
Net earnings ......... $932,190 40 $838,209 27 Inc... $93,981 13 
Gross earn. per mile... 8,169 45 10,057 00 Dec.. 1,888 55 
Net earn. per mile.... 2,702 00 3,782 00 Dec.. 1,082 00 
Per cent. of expenses. . 62.94 62.40 Inc... 0.54 
Per cent. of expenses 
and taxes.........06+ 66.92 66.26 Ine... 0.66 


The earnings of the Cincinnati, Hamilton & Indianapolis are 
not included in 1873-74. Deducting them for the last year, there 
is a decrease of $64,768.49, or 2.6 per cent., in gross earnings ; 
a decrease of $130,469.67, or 7.9 per cent.,in expenses and 
taxes ; an increase of $65,701.18, or 7.8 per cent., in net earn- 


=_- 
_ The earnings and expenses were divided among the several 
lines as follows : 





Expenses Netearn- P.c.of Ern’gs 

Earnings. and taxes. ings. exp’s. p.mile. 

C., H. & D....$1,128,354 81 $662,458 14 $465,996 67 58.71 $18,806 
Dayt’n & M’h. 1,056,909 37 703,890 70 353,018 67 66.60 7,443 
C.,,R.&C..., 284,099 69 149.004 68 84,995 11 63.69 6,202 





398,751 86 370,471 91 28,279 95 92.91 


4,069 
Totals. ...$2,818,115 93 $1,885,925 33 $932,190 40 66.92 $8,168 
The disposition of net earnings was as follows : 








Interest and 
Net earn- guaranteed 
ings. dividend. Surplus. Deficit, 
C., H. & D.....$465,896 67 $163,493 73 $302,402 94 sg... eens 
Dayt’n & Mich. 353,018 67 326,636 92 are 
 y ) ee 84,995 11 69,372 11 BEI OO. vcosasvnce 
a  ) rer 28,279 95 185,494 89 wee ce wees $157,214 94 
Totals....$932,190 40 $734,997 65 $354,407 69 $157,214 94 
Net surplus... .....c.cccccccccccsccccccccsscsscvesesscecs $197,192 75 
Third-mortgage bonds BOld..........--.eeeeeeeeeeeeeeees 100,000 00 
Dayton & Michigan bonds sold.............0-eeeeeeeeees 9,490 O01 
Real estate sold to Cincinnati Southern trusteges......... 37,509 Ov 
PE I In o.n.0:0000 6.0900650609'900000580000+ 50000000 3,750 00 
Py Ns d.50:0 6.50-0.6.5:b05005.0:000006005c00bebetonboees 342 86 
SE sakbns ban cdck cha enennces 6 600c0es anes esnensonnee $348,275 61 
Improvements, Cin., Ham. & Day........... $34,112 79 
Internal revenue, Cin., Ham. & Day.......... 5,903 82 
Increase Of material.........0s0.sceeeeseeeees 56,435 32 
Decrease of liabilities. ...........-.eeeeeeeees 71,785 62 
D. & Wi ., GaN CURE, 2 ccc cccscevcccsceccoscs 30,00) 00 
” internal revenue........-.eeeseeeses 8,468 40 
o IMADROVOMERES 6 ccc ccccccccccsesceecs 11,146 12 
C., H. & L, improvements.............+2000 ~ 114,562 38 
Cin., Richmond & Ft. Wayne guaranty....... 15,861 16 
————— $348,275 61 
The work of the year was as follows : 
C,H.&D. D.&M. C.,R.&C. C.,H.&], 
Pass’nger train mileage. 355,900 339,062 89,340 172,454 
Passengers carrie1..... 697,354 320,785 104,566 172,984 
Passenger mileage..... 13,418,308 10,418,099 2,689,335 4,796,304 
Tons freight hauled.... 617,860 399,920 162,065 27,346 
Tonnage inileage....... 22,401,955 39,618,724 6,692,266 15,427,261 
Average rate per pas- 
senger per mile..... 2.16 cents. 3.25 cents, 2.70 cents. 2.79 cents, 
Average rate per ton 
per mile ........+.++ 240 “ 160 “ 230 160 « 
Earnings per pass’nger 
OG SEs oe0000s00 $0.88 $1.16 $0.91 54 $0.83 
Earnings per freight 
train mile........... 1.95% 1.70 1.02 


Improvements and repairs on ‘the Cincinnati, Hamilton & 
Dayton include 870 tons _rerolled iron, 501 tons steel and 23,594 
new ties putin the track; 54% miles new fence; a new bridge 
over Mill Creek; a heavy pile wall 275 feet long, to protect the 
embankment on Mill Creek; several new depots and others re- 
paired, and 3,562 feet new sidings. On the Dayton & Michigan, 
2,316 tons new and rerolled iron and 36,009 ties were put in the 
track; 19 miles of fence built; the bridge at Troy, 556 feet long, 
rebuilt and others repaired; 2 miles 5,189 feet new sidings built. 
On the Cincinnati, Richmond & Chicago, 328 tons rerolled iron 
and 4,264 ties were used and a bridge 68 feet long rebuilt. On 
the Cincinnati, Hamilton & Indianapolis, the White Water 
bridge, 504 feet long, was rebuilt, also a trestle 90 feet long; a 
number of others were thoroughly repaired and culverts renew- 
ed; 4,488 feet new sidings laid; 2,638 tons rerolled iron and 33,- 
201 new ties putin the track. A considerable amount of new 
fence and of new iron will be needed on this line this year. 

The local and commutation business out of Cincinnati has in- 
creased considerably. 

In August last a contract for the pooling of earnings on 
through business between Cincinnati and Chicago was made 
with the Indianapolis, Cincinnati & Lafayette, the Cincinnati, 
Lafayette & Chicago, and the Pittsburgh, Cincinnati & St. 
Louis. In September s similar contract for Indianapolis busi- 
ness was concluded with the Indianapolis, Cincinnati & La- 
fayette ; both have worked well. 

March 1, an agreement was made between the Fort Wayne, 
Muncie & Cincinnati and the Fort Wayne, Jackson 
& Saginaw on the one hand, and the Cincinnati, Rich- 
mond &:Fort Wayne and the Grand Rapids & Indiana on the 
other, for a division of territory and business, which has had 
the effect of reducing competition and maintaining through 
rates, 

The managers of the Erie have expressed a desire for a modi- 
fication of the contract for the use of the road between Cincin- 
nati and Dayton, and their proposal is now under consideration. 


Lake Shore & Michigan Southern. 


At a meeting of the Executive Committee in New York, Jul 
1, it was resolved not to declare any dividend for the past half 
year. The following statement for the six months just ended 
was presented by the Auditor. 


GOBS CATTINGS.... 2.02.0 cccccecccccccccccceccccccccecsceses $6,941,000 
Operating expenses and tAxeS........ceeeeeesecescecseceees 5,465,000 
Not GarMiNgs. .....crccccccccccoccvcccscccccesoccecess $1,476,000 
Interest on bonded debt, leases of branch roads and divi- 
dend payable Aug. 1, 1875, on guaranteed stock........... 1,425,000 
BAIAMED. occ ccccccccccsccccccecccccecovessenescccecess $51,000 


The loss in earnings compared with the first half of 1874 is 
as follows: 





On freight... .csccccccccccccscccccccccccsessccscescccscess $1,368,717 

ON PABSENGETB......sscecseccsecerccececsccsescecssssceeres 181,4 

On mails, express and miscellancous.........seseereseeeeeee 160,320 
Total 2... ccccccccccccccccccccvcccccccccseccsssoscocee $1,710,503 

The loss on freight is made up as follows: 

Diminution in volume (58 per cent.)...... veces $793,856 

Less prices on business done (42 per cent.) oe 674,861 
BOR. vc covnindsnccccceescceencngs4ssesengneesenessss $1,368,717 


The average rate per ton per mile on freight has been in 
1875, 1.022 cents; in 1874, 1.187 cents. q 
The cost of steel rails in excess of the value of the iron for 
which they were substituted, during the six months, is included 
in operating expenses. : ‘ 
e company has secured all the steel rails that will be re- 
uired during the rest of the year, under a contract to pay for 
en in old iron rails which are now on hand, so that no ex- 
penditure of money will be necessary for this important item. 4 
The expenses and taxes were 78.74 per cent. of earnings, an 
show a decrease of 2.6 per cent. from the expenses of the same 
eriod in 1874. ‘The decrease in earnings is 19.8 per cent., an 
in net earnings 51.4 per cent. 


Marietta & Oincinnati. 
This company works the following lines: 


Miles. 

Main line, Cincinnati, O., to Belpre...... .--+++ sees sereeererre® * 
Baltimore Short Line, Warren’s to Belpre.....--++++ eesssrerree® ~ 
Hillsboro Branch, Blanchester to Hillsboro sees oo oennepesessectee : 
Marietta Branch, Scott’s Landing to Marietta.....+ .«+++++++***"* o 
Scioto & Hocking Valley, Hamden to Portsmouth, ,,,.++++-+++**" oe 
Total A ee eines, OM 


i xd for 
The Baltimore Short Line was completed and opened 
travel November 15, only a month and a half before pote | 
of the fiscal year. Itis worked as part ofthe Main line, ° ae 
main line from Warren’s to Belpre and Marietta beimg us = 
a branch. The Baltimore Short Line is leased by the yoyo 
& Cincinnati, but that company is — principal owner 
is only nominally a separate corporation. AP si. 
The company owns bo engines, of which two require rebuilt 
ing. The equipment was increased during the year Af > fn 
age and 28 box cars built by the company, 50 stock, ¢ 
fi and 100 gondola cars bought, and 18 hand 





um: and 9 i:ubble 
cars Built for the road department, 
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The property was represented at the close of the fiscal year,| ‘The uation and masonry of the road-bed from Emi- | actual cost of shipping by rail, current prices very in- 
December 31, 1874, by the following capital account : nence to Bloomfield, a distance of 381% miles, will be completed | significant. The following comparative exhibit shows the 
First preference stock and scrip............ssesseeeees $8,130,719 44|in September next, the company —— the local means to | average freight on wheat and corn from Chicago to Buffalo by 
Second preference stock and Scrip............sssseeees 4,460,368 28 | finish the work, to pay for bridge and track superstructure, and | lake, and the average on the same cereals from Buffalo to New 
Common stock and SCTIP..........ecseeceseees Sesanbee 1,408,912 33 | a amg a of —_ part of the road will require $475,217, | York by canal, for the month of June, in the seasons named: 

pr egy ge nang equa r e. -— LAKE.——_.. -—-CANAL.—— 

Total stock ($49,296 per mile owned)...........+. $14,000,000 00 “The quitntion and masonry of the road-bed from Lebanon Corn. Wheat. — 
First-mortgage bonds and scrip.........s.sssesseeceees $3,503,886 73} to Greensburg, Ky., a distance of 30.8 miles, have been com- cents. cents. cents. 
Second-mortgage DONAS..........sseeeseeeeeecereeeees 2,500,000 00 wages and nearly sufficient rails, and more than one-half of 13.6 166 143 
Third-mortgage DondS...........seececcccccccsecececces 3,000,000 00 e cross-ties, have been delivered upon this part of the road. 3.7 13.2 11.2 
Fourth-mortgage bonds...........cesecseceseece-ceees 2,004,000 00 | Tt will require $241,718.08, equal to $7,800 per mile, to pay for 4.2 13.5 11.9 
Scioto & Hocking Valley bonds...........sscecceceeees Y 00 brid | superstructure, track-laying, etc., and an equipment for by be ry 
Total funded debt ($39,817 per mile)..........++- $11,307,886 73 | 1oca mest F ‘ 53 10.1 . 91 

able, special loans, current accounts... ...... 6,083,618 40| ‘The division from Scottville, Allen county, to a junction seoget 18 j ; 

Bills pay P —_—_______ | with the Louisville & Nashville Railroad, at Gallatin, Tenn., a | 1973....0002 0D 65 58 108 08 
Total ($110,533 per mile)..........scsseccccsceces $31,391,505 13 | distance of 35 miles, will require, after exhausting the local | 1874............sssceeeeeeeeeseeeees 4.2 3.9 us 103 

The company holds $669,050 Cincinnati & Baltimore stock subscriptions, $483,113, equal to $13,805 more per mile to com- | 1675.. nocnnsonnes so 64 6.9 


and $1,050,000 Baltimore Short Line stock, besides advances o: plete and equip for local business this part of 
$607,921 to the latter company. There has been nochange since 
last year in the capital stock or funded debt. 


The operations of the road for the year were as follows. 


e road. ‘* From this it is seen that the average charged by the water 
The — and masonry of the road in Nelson County | route thi is far below that of vi \ 
from the Spencer line to Bloomfield was let to contract on fa austen whee bane, wo te Hew York’ insiuding 


cost of shippi heat fr Chi to York, includin 
vorable terms in Feb , and the bonds of the Bloomfield dis- Souaiidstion eiaan ir, iehth of a renee! —_e 5 


































































) the elevation here, which is an eigh ent a bushel and is 
trict have been roe and are held by the Judge of the | paid by the vessel out of her freight, is only 9.9 cents. The 
Earnings: 1874, 1873. ine. or Dec. ae Court, to be paid over as the work progresses. The re- | average charge for doing the same work in June 1874, was 16.5 
Pe nem. tee ous 4 by J = i. . go - pest 0 = aot E mene yoy porereee: | contains -_< conte, incteting elevation. In 1866 the freight alone was 382.2, 
Bt. .-+seeerereee ooeioee © arty + , ‘ormation etail of the cost of construction, amount yet | and the elevation was about 2 cents in addi This is cer- 
Other sources........ 190,524 26 115,440 47 Inc. . 175,083 79 required to complete the main line and branches, condition of b ud - +¥ sete 





L Of | tainly cutting down expenses with a vengeance.” 
Total earnings. $2,094,510 64 $2,126,874 73 Dec.. $32,364 09 | the work, and the cost of the line recently surveyed from Louis- : 

Working expenses... 1,571,359 89 1,694,385 71 Dec.. 122,975 82 | Ville to near Taylorsville, Ky. The a survey of this | Flour and Grain Movement. 
branch has been a withou' 








r C p any increase of the en-| For the week ending June 26 the following receipts and ship- 
Net earnings... $523,150 75 $432,539 02 Inc.. $90,611 73 —_ force, by with a “_ the engineers from | ments are reported : 

Gross earn’s per mile +. . “a 4 Bes. - ° 2 work at 4 — oneres on. = pare > -— direct | Fiour: 1875 1874 Inc. or Deo. P.c 
Ne <te. 816 | ¢ Cc. . and practicable line other surveys wi e made, as the engi- | Lake ports’ receipts .. 95,552 92,572 Inc... 980 3.2 
Per cent. of expenses 15.36 19.68 Des.. 4.30 | neers can be spared from the work under contract. re cntmants 97,544 92,559 Ines. ‘p08 5.4 

The decrease in gross earnings was 1.5 per cent.; in expenses,} ‘The importance of this branch road to your enterprise can- | Atlantic ports’ receipts 189,185 196,160 Dec.. 6,975 3.5 
7.3 per oon ; the mprenne Se net earnings, 20.9 . pool ai = be Sq pee me mys rr. will —< your — we pe seen Wheat: 

1¢ total locomotive mileage was: passenger. ; freig tion wit uisville and the entire system of roads north of the * recel 

1,633,800; construction and ballast, 270, ; total, 2,643,000 Ohio by the Ohio River bridge, and give it an additional line to ey Bm wt “soos ota Vpenen =o ss joy 
miles. The average cost of engine service was 17.37 cents per | Cincinnati over the Ohio & ississippi road. 2 * * 27.0 
mile. The total number of passengers carried was 607,503, of 


Atlantic ports’ receipte......1,455,944 1,997,205 Dec.. 541,261 
; “ The —— _~ b = yom od come ae per y all hare 
eenth street, near the ucah depo a junction wi e . 
main ne at Norman' near Selo, 9m, and tho | "72° ron. 2amntmn Gamage Deo 2gieam. 
cost of road- p . A i ; weve « 62,091, 978, e : 

“The engineer’s report shows that by October 1 there will be Se ‘ ae Sey Seay emnene ae 
69 miles of road-bed on the first division, and 36 miles on the | Of the northwestern shipments during the week, 42 per cent. 
second division. Total, 105 miles of road-bed ready for bridge | of the flour and 38 per cent. of the grain of all kinds went b 
superstructure and track; also, that 506 54-100 acres of land | rail this year, against 45 per cont. of the flour and 16 per cent. 
have been secured for right of way.” of the grain in 1874, and 38 per cent. of the flour and 14 per 

The report further says: ‘In the fall of 1874, when the work | cent. of the grain in 1873. 
should have been pressed forward with vigor, we were com- 


whom 564,320 were local and 43,183 through. The average re- 
ceipt per passenger was $0.85; per theongh passenger $3.85, or 
1.90 cents per mile, a decrease of 12.4 per cent. from 1873. ‘The 
number of tons of freight carried was 801,596, of which 399,577 
tons were through, and 402,019 tons local freight. 

During the year the work of reducing Norwood grade from 
105.6 to $6.4 feet to the mile was completed and 31; miles of 
second track laid, making 91, miles of double track out from 
Cincinnati. Six miles of new sidings were laid, 4,539 tons new 
rails, and 156,474 new ties used in repairs, 

A summary of the profit and loss account is as follows : 


The latest estimates of the California wheat, now protty much 
pelled, through the meager sales of county bonds, to so curtail | #ll harvested, indicate a crop of more than 16,000 bushels, 
Debtor balance from 1873........s0ssccsscescccscccccces $4,127,404 95 | the force on most of the sections as to amount almost to a sus- | Which will leave a surplus for export of about 11,000,000. ‘This 
interest on funded debt.......... me f'"g49'595 25 | pension of the work, and even the diminished force could not | is about two-thirds of the exports of the crop of 1874. 
Discounts, rentals, taxes, etc....... -». 489,667 09 | have been kept moving but for the fact that the contractors 
Sundry accounts, damages, etc oe 49,455 O07 





t n c { Buffalo grain receipts for the six months ending June 30 were 
agreed to receive their cash estimates in county bonds. reported by the Commercial Advertiser as follows: ~ 
“This mode of payment was more or less oppressive to all of 























1875. 1874. 
; $5,509,122 36 | the contractors, and in the disposition of the bonds of some of wean Grain Flour Grain 
ae, BE OR cepa nareespencensanyeil “2 the counties resulted in considerable loss to them, and though | By lake........... 270,188 11,829,265 412,489 18,250,517 
< (l y n ae ee -—_-§70,197 26 | the condition of on was deeply deplored by the directors, | By railroad... ...680,600 9,278,227 1,023,727 15,237,360 
; the only alternative left was a suspension of the work. Of the 
GAD PIB ood o00ncseiccsscescaceeansrenaaacaon $4,938,925 10 | two evils the contractors chose the former. >. i. 8 Totals..... .950,788 21,107,492 1,436,216 33,487,876 
6s > 
The principal event of the year was the completion of the Since your last annual meeting the j ent of the Wash- 


Baltimore Short Line, which is expected, by the saving in dis- 


The decrease in flour this year was 33% per cent., and in 
ington Circuit Court, refusing to enforce the mandamus upon 
tance and grades, to materially reduce the expense of working 


grain 37 per cent. The shipments for the same period were: 
the Judge of the Washington County Court heretofore obtained 


1875. 1874. 
26. Thi Teg te by the company, has been reversed by the Court of Appeals, | By canal, grain..... athsieseecemenaneh 7,223,331 13,004,276 
gare Mariette & Oincianeti poral a nen 4 and the Court ordered to enforce the mandamus. Since then, PT: ."". pasasscsnsacdeneaionacns 8,572,598 4,558,858 
on $1,125,000 of stock and 7 per cent. on°#750,000 of bends, be. | 4po2 an amended petition in the injunction suit, in the Garrard , 10,795,020 77,003,194 
er nas cues’ of $3,000 for snieiniaiines the en anioa- cuit Court, the company itself has been — from en- WIR ines cA dots deccacndsicnrsned 10,795,929 17,653,134 
tion. ‘This will make the annual rental $145,500, or $4,850 per | forcing the mandamus, and an injunction bond executed to it, 
mile. 


gy The rail shipments were about 33 per cent. of the whole in 
out of which it may be hoped that we will be able to obtain | 1975 and about 26 per cent. in 1874. PrThe rail receipts were 48 
ain veer ad for the disastrous delays produced by this vex- | per cent. of the whole this year and 45 per cent last year. 
atious litigation. 

“The decision of the Court of Appeals settles the important | Erie Oanal Traffic. 
question, that after a county has once actually madea subscrip- | Business at Buffalo from the opening up to July 1 is reported 
tion of stock it is not in the power of the Legislature to Gone as follows: 
in any particular the terms of subscription. Although the : 1875. 1874. Inc. or Dec.  P.c. 
question of making a subscription for steck in the company | Receipts of tolls....... $169,990 $388,580  Dec,.$218,599 56.3 
was regularly submitted to the le of Barren County, and at | Boats cleared.... . 1,846 2412 Dec... 1,006 44.2 
an election regularly held a law —_ directed the sub- The canal opened May 18 in 1875 and May 5 in 1874. 
scription to be made, and although under the supposition that 
the subscriptions had been made, the stock which was to have | Qoal Moyement. 
been subscribed by that county was represented and voted in| (oal tonnages are reported as follows for the week ending 
several of your meetings, it appears that the actual making of | June 26: 
the ee gee og by the county judge was unfortunately over- 


The road itself is thus described in the Chief Engineer’s re- 


rt : 

“The route of the Baltimore Short Line Railway from its 
divergence from the Marietta & Cincinnati Railroad, at a point 
54% miles east of Athens, follows the valley of the Hockin 
River 17 miles, to near Coolville; thence by the ravine of Sk 
Run, it ascends in three miles to the summit of the ridge di- 
viding the tributaries of the Hocking from those of the Ohio 
River, at Torch. From the summit the descent toward the 
Ohio River is made along and across Sawyer’s Run, and, at 3% 
miles from Torch, across the Little Hocking River, near its con- 
fluence with the Ohio. The line, after crossing Little Hocking 
River, passes for nearly two miles along ‘narrows’ between the 
hill and the river, and then reaches Belpre Plain, over which it 


1875. 1874. Inc. or Dec. P.c. 
i irect li ern looked, and on this account the Court of Appeals, in an agreed | Anthracite.............+-. 390,825 410,423 Dec.. 19,508 4% 
ne a 2 — = oe jp weer C spproach to - ae that county, held that the act o The Le islature ap- | Semi-bituminous, Broad 
Ohi Bri oe ~ 08d omPany, Over the | proved 11th day of arch, 1878, was in force as to that county. | Top and Clearfield...... 32,480 
rng Ranft Fy _ coand Parkersberg, Thoentize length of This act provides that the count judges of Barren and Allen | Cumberland....... ...... — ° 
peggy cr : : : Bituminous, Barclay...... (353 
“The location for, tho line is well chosen. ‘The maximum | Counties, Shot HY stemount of work actually done in those | = Western Tu... 9,024 
gradient is 52.8 feet per mile; and the minimum radius of cur- ti This of co renders the su von of Barren “ West Va...... 5,071 
vature 1,320 feet. The planes on which the maximum ~~ urse bscrip 





is used are not of great a most of the line having light 
grades, and the minimum radius of curvature was reso to 
in but very few cases. The Hocking River is crossed six times. 
At each crossing substantial masonry was built, founded in 
ony | case but one on rock or piles. The su tructures of 
the bridges 


poasconcs UN 
County unavailable till the company shall in some way raise the _ on sree te s er 
oes os .< Bate gen: on nemo w — Fm go * Railroad Earnings. 
which those bon ill necessarily have sold, and mus ; a fi ‘ ies: 
greatly reta rd the progross and final completion of ‘the enter- Earnings have been reported by the following companies 
rise ess the 





fly modify th a rare gene eo ag hag mn cw he | = Half yoor ending Apre gas, 1078-14. Ine.cr De. Pac. 
i i i rially m me provisions in question o: © wre 2 and | New J & Now York. $83,062  ccccscces cocveeevveecee ooee 
Company of Pitweburghe. The Ireqdont’ cee ene Bridge | extravagant policy which pervades them, and the erying injus- | “xponsen......v--0-+-. -\ ee mp ome > 
stream as the Hocking River, the masonry and bridges for tice of them to the counties along the line, which have, in re- . head 
other streams, the necessity Yon’ maintaining the grade of the liance upon the good faith of their neighbors and the justice of | Net earnings.. agseve ce on ame RR PO ae ltinsterRR nod 
road in the Hocking valley, and everywhere above the highest | ‘he Legislature, paid up and expended their means upon the} Poort oe GAB. “sssssssy_ eseusesveeees 
cena oo an ne CS a _ orth p epee d ona Don the terms of the decision in both the Washington and | Siz months ending June 30; 

stantial heme be ter _~ pe a, Soe of i —_ Barren County cases it is re ed as quite certain that the pro- 1875. 1974. 


on : ‘ ‘ Lake Sho Mich. 
work . A +. | visions of the act mentioned are inoperative so far as they a ply 6 re & 
= . mad Ce = oe of wd soliway na ay 3 eye to Allen County, the subscription having been actually ade - 

















e by Southern..... + “ ee ene} om Des. 61. ! 
construction. All of the line was ballasted before the open- that county.” —— 1 : 10 B14 
ing for traffic on it; the westerly 25 miles with broken stone, Net earnings... eo cece at $3,062,510 pee-6 —_ 19.7 
0 me snore Belpre gravel.” TRAFFIC AND EARNINGS. xarning i ce..  86 0 ne, MOS 

umberlan i0. Four months ending April 30: 
This company is building a railroad from the Ohio River Missouri, Kansas & Texas $830,750 $967,866 Dec. $137,116 14.2 
Opposite Madioon, Jat, eon by west to Nashville, Tenn. Ootton Movement. — fateh a EXpenseB......e00e0e0 436,581 687,794 Dec. 201,183 31.5 
© report of the President for the year en April 30, The receipts for ten months of the crop year, from Sept. . 
1875, gives the following summary of the Zondition Oo the com- | July 2, ware 8,457,934 bales in 1874-75, against 3,761,017 bales a ae aay oon me dq ome “ 
Pany and the state of the work : in 1873-74, a decrease of 303,084 bales, or 8 per cent. For| por cont. of expenses. 52.55 65.89 Dec. 13.34 20.2 
. the report of the Secretary and Treasurer herewith sub-| six years the corresponding movement for the ten months} ‘,, of May: 
— shows the total amount expended by your company to | ending with June has been: : City and : 
April $0, 1875, to be $1,668,171.29. To meet’ this expenditure, Bales. | St. Pun City & Bt. Peul.. $73,221 $89,472 Dec.. $16,251 18.2 
911,700 of county bonds and accrued interest "have been | 1870.........+++. ores 2,825,469 | 1873 0.2.0. ..eeeeeeeeeees 3,498,219 ious, hab cena , ’ i . 
oh insiee rc lastooaaeotens 3,891,018 | 1874 ........c.0cceeceeee SIA | Month of Suns: echean: eteeiitiaiaiiels saleiibil teed 
© liabilities of the company, exclusive of the capital | 1872........-++.+ eeeees 2,693,660 | 1875 ....-eeeeeeeeeseeees SyA5T, Central Pacific.......... 711, 366, + $ : 
sock, are $52,367.35, of which $32,167.92 are due comtepatene The exports for the ten months were 2,612,118 bales this | Union Pacific........... 930,000 776,000 Inc.. 154,000 19.8 
pve their reserve accounts in county bonds, to be paid upon | year and 2,745,916 last, a decrease of about 5 per cent. Third week in June: 
to dane of contracts, The resources of the company amount Chicago Traffic Denver & Rio Grande... $7111 $8 88 Dec. : oT 49 20.6 
“ » “wwe . % 8, Iron ¥ ° x oe le 
vette $1,911,700 of county bonds Capeeed of have, with the} For the week ending July 3 the receipte at Chicago were| (Central Pacific earnings are thus compared with 1873: 
dole interest, netted the company 86 1-9 per cent. on the} 31,256 barrels of flour and 1,098,565 bushels of gra’ of all 1875. 1873. Inc.orDec. P.c. 
“Th A kinds, against 39,908 barrels of flour and 2,748,668 bushels of | s¢ontn of June......-+-.- $1,711,000 $1,301,202 Inc... $409,798 31.5 
lect e pupae Nos. 1 and 2of the several counties, the col-| grain for the corr nding week last year, a decrease of 8 Six monthsend’g June 30. 7,847,000 6,325,408 Inc.. 1,621,592 24.1 
on of which by resolution of the board of directors was | cent. in flour and 60 p r cent. in grain. The shipments for the 
ned to October 1, 1874, have been either paid out in the 2, 


C same week were 36,772 barrels of flour and 1,288,085 bushels of | “¢* entiing Fume 18: 
of iron or are 


Toad j J being used in the construction of the grain this year, and 26,550 barrels of flour and 2,453,901 bushels | Great Western. secesesece £16,728 £18,784 Dec.. £4,006 214 
«Ta he Fespective counties wherein issued. of grain {ast year, an increase of 40 per cent. in flour anda | Week endig June 10: 
rolling miller: ae with = — ras peta decrease of 477 per cent. in grain. Grand Trunk.........+++ £84,700 £38,200 Dec.. £3,500 9.2 
panies for iron for the division of the road ‘ 
yeranon to Greensburg, payable in the bonds and coupons of | Lake and Oanal Rates in June. Petroleum. 
a My and Green counties, have with the exception of 


Buffalo Commercial Advertiser says: ‘The prevailin The exports for the first half of the year were 89,810,035 - 
feainint deetgns by water this season onght to be low enough | lons in 1875, — 100,900,078 pee in 1874, om 738 a 
to satisfy the most extreme advocates of cheap transportation. | 1873, aml 62,157,800 gallons in The decrease in compari- 
When compared with the rates in former years, or with the ' son with last year is o little more than 10 per cent, 
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Editorial Announcements. 


Addresses.— Business tellers should be addressed and drafis 


made able to THe RatLRoaD GazETTE. Vommunications 
for the of the Editors should be addressed Environ 
RAILROAD GAZETTE. 


Contributions.— Subscribers and others will materially as- 
sist us in malting our news accurate and complete if they will 
send us early information of events which take under 
their cheerenlien, such as changes in railroad officers, organi- 
zations and changes of companies, the letting, progress and 
completion of contracts for new works or im; nt improve- 
ments of old ones, experiments in the ruction of roads 
and machi and in their management, particulars as to 
the business of railroads, and suggestions as to tts improve- 
ment. Discussions of subjects ining to ALL DEPARTMENTS 
of railroad business by men ae with them 
are especially . @ 3 will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
one honed” annual reports, some notice of all of which will 

be 


Adverti We wish it distinclly understood that we 
will entertain no ion to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our columns our own opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machinery, supplies, 

finaneral schemes, etc., to our readers can do so fully in our 

advertising columns, but it is useless to ask ua to recommend 
them editorially, either for money or in consideration of adver- 
tising patronage. 











THE ISSUE OF THE RAILROAD WAR. 


The railroad war is said to have ceased, and there is 
no doubt that the parties by whom it was begun and be- 
tween whom it chiefly raged have agreed upon terms of 
peace ; but really the existing condition of affairs is more 
like war than peace. The passenger rate remains eighteen 
dollars from New York to Chicago and fifteen dollars from 
Chicago to New York; and 30 cents per hundred is the 
fourth-class rate from Chicago to New York. Indeed, in 
the important branches of traffic almost the only change 
is the establishment of full rates on live stock eastward— 
a traffic in which rates can be maintained better than in 
most, as live stock are carried for local consumption, and, 
whatever competition there may be between routes for 
carrying them, there is no competition between cities for 
receiving them, as there is in grain and provision 
traffic. There is, it is true, an advance in passenger 
rates to and from Baltimore and Philadelphia, 
and a restoration of rates and mutual accommodations be- 
tween New York and Washington, all of which are doubt- 
less of considerable importance to the two roads concerned; 
but after all this is rather of local than general import- 
ance. Moreover, for the traffic to and from points west of 
Philadelphia and Washington the rates to those places are 
so very little lower than the rates to New York that prob- 
@bly a large proportion of passengers to these cities will 
now buy tickets to New York. 

The obstacles to restoring the prices of transportation to 
ante-bellum rates seem to be two in number. In the case 
of passengers it is said that the New York Central & Hud- 
son River and the Erie and their connections oppose such 
a restoration. As these roads have suffered largely by the 
war, which they did not begin, and in which, indeed, for 
many weeks they took no part, as they need all the profits 
they are likely tomake this year, and usually have no ob- 
jection to receiving whatever they can get, such a course 
requires explanation. As nearly as we can learn the ground 
of it is their unwillingness to make any change antil they 
know what policy has been agreed upon by the 
parties making the peace—the Pennsylvania and 
the Baltimore & Ohio. When the war opened the 
northern lines found their passenger traffic not seriously 
affected so long as the Pennsylvania maintained the regu- 
lar rate to and from New York. It was that ¢ompany 
which found it expedient to reduce the New York rate in 
order to compete to advantage with the Baltimore & Ohio, 
and the northern lines feel that their losses during the 





they say—some of them, at least—that before they consent 
to a restoration of*rates they wish to be satisfied that the 
terms agreed upon by the two southern lines will not be 
unjust to the northern ones. One of the points at issue 
is the difference properly permissible between the Balti- 
more and New York rates. Should the southern lines 
maintain rates—especially on freights—to Philadelphia 
and Baltimore much lower than those to New York, the 
other lines might be compelled to make other reductions 
to meet them, and a second war might be raging almost as 
soon as the first had closed. 

This probably is the chief reason why, nearly a month 
after the two chief contestants have agreed upon terms of 
peace, we find so little change in rates. It is true, how- 
ever, that some of the companies think an immediate re- 
turn to the old rates inadvisable, and would prefer a 
twenty-dollar to a twenty-two-dollar rate between New 
York and Chicago, though no one would insist upon that, 
we believe, provided he were otherwise satisfied. The 
passenger traffic has been greatly promoted by the low 
rates, without doubt, and some companies have received 
just about as much this year as last, with the rate a fifth 
less in one direction and a third less in the other; but, 
unfortunately, the addition to the traffic could not be taken 
without an increase in expenses; and we cannot doubt 
that the through traffic has been done at a loss —probably 
at a large loss, though the lack ofan accurate division be- 
tween through and local passenger expenses will probably 
prevent our ever knowing just what the result has been. 
Some think, however, that at this time a slight reduction 
of the old long-standing rate would prove advantageous. 

With regard to freight, the disposition of the companies 
has been less important than the condition of traffic. 
However willing the companies might be to raise the rate 
on grain from Chicago to New York to 40 or 45 
cents per hundred, such action is impracticable, because 
under such rates the railroads would carry no grain, or 
next to none. With lake rates less than 3 cents per 
bushel from Chicago to Buffalo, and canal rates about 7 
cents from Buffalo to New York, the railroads have little 
choice as to the rates they shall make. They may either 
carry at their present rates, or not carry at all; and as at 
this season there is not much else to carry, they accept 
grain for what they can get, though it is not clear that 
they would not do better to house their engines and side- 
track their cars (and a pretty good share of the equipment 
of many of our railroads rests on sidings most of the 
time as matters now are). A restoration of west-bound 
rates on most goods seems to us perfectly practicable—if 
that may be called a restoration which would substitute 
profitable and regular rates for the low and irregular rates 
which have been the rule rather than the exception here- 
tofore. But this appears a problem too hard for our rail- 
road managers to solve, and they seem to be satisfied to 
have west-bound rates unsatisfactory, so to speak. 

In any permanent settlement of rates to and from 
the seaboard cities, however, the differences maintain- 
ed in the rates to and from the different places will be 
a matter of prime importance, at once to the railroad com- 
panies and to the cities. It will not do to give one an 
undue advantage over another; and, indeed, if the dif- 
ferences are not very nicely graduated, no power short of 
one controlling absolutely all the lines to all the seaports 
will be able to maintain them. Give Baltimore or Phil- 
adelphia too great an advantage in rates, and they will so 
divert traffic from New York and from New York railroads 
that the latter will be forced to reduce rates. Just so with 
Baltimore and Baltimore railroads. No power can compel 
them to maintain rates so high that their competitors will 
get all the traffic. It may cost quite as much to carry 
grain to Baltimore as to New York: very likely it does; 
but that makes no difference. Baltimore and the Balti- 
more & Ohio Railroad can get no (or very little) grain 
traffic if the price of carrying is the same to both cities; 
and they will not and ought not to abandon such traffic so 
long as they can make any profit on it. 

This isa rule which works both ways, however, and 
those roads which carry to New York and do not carry to 
Baltimore must necessarily see to it that their business 
is not destroyed by the favor shown to a competing city. 
In the absence of any definite information as to the terms 
agreed upon between the Pennsylvania and the Baltimore 
& Ohio companies, it is of course impossible to say which 
has the advantage from the contest. Doubtless both have 
lost largely by its continuance ; but if the settlement 
proves to be a final one, preventing further competitive 
contests with the other trunk lines as well as with the 
Pennsylvania, the result will be worth its cost. The 
grievances on account of which the contest was begun were 
not of the most important character; but there are other 
necessary relations between the two companies which need 
to be permanently settled. Chief of these, as it seems to 
us, is the difference permissible between Baltimore and New 
York rates. Another/important one is the terms on which 
the Baltimore & Ohio shall have a connection with New 
York over the Pennsylvania. It is true that the Baltimore 
& Ohio aims first to cultivate Baltimore business ; but for 
all its lines as far south as Columbus, Cincinnati and St. 





war were chiefly for the benefit of the Pennsylvania. Now 


Louis, it is a pretty direct New York route as well, and its 





natural usefulness will be greatly limited unless it can 
offer reasonable facilities for New York traffic for that part 
of the country. It is doubtful whether it can doa New 
York & Chicago business profitably over its lines when 
rates are low, and, at all events, this business can be dong 
at less cost by some of the other lines ; but we should re. 
member that there is a large extent of country and many 
important towns which can reach New York and New 
Pngland by the Baltimore & Ohio as well as, or better than, 
by any other route. Muchas the company might prefer to 
secure all this traffic for Baltimore, it is not in its power to 
do so, and it is its duty and advantage to see that the way 
is kept open for the traffic of its road to reach points north 
and east of Baltimore, as well as Baltimore itself. 

The Baltimore & Ohio, it is rumored, also secures im. 
mediate free access to the petroleum districts, by the 
Pennsylvania’s withdrawal of its opposition to the laying 
of a pipe line across its road to reach Pittsburgh. This 
concession would probably have been compelled eventual. 
ly under any circumstances, though the railroad company 
has been astonishingly successful in preventing it down 
to this time. 

It is not probable, we think, thet there will be any con- 
tinued opposition on the part of any companies to the re. 
storation of rates which it seems possible to maintain, un- 
less there is a disagreement as to the difference between 
New York rates and rates to Philadelphia and Baltimore, 
And, though it has been intimated that the PennsylvaniaRail- 
road as well as the Baltimore is inclined to discriminate in 
favor of the two places last named, it hardly seems possible 
in view of its position, the nature of its traffic, and its 
obligations. The largest part of its through traffic comes 
naturally to Chicago, and its possession of the New York 
& Philadelphia line makes it to its interest to cultivate 
that traffic and not to suppress it, It is, also, greatly to 
its interest to keep on good terms with its competitors on 
the north, which may do it more harm than the Baltimore 
& Ohio ever could. Indeed, it is natural to expect from 
the Pennsylvania at this time a conservative and concilia- 
tory policy, avoiding experiments of doubtful issue and 
attempts to change to any considerable extent the estab- 
lished courses of traffic. Indeed, for that matter, none of 
the companies is now rich enough to run any risks of a 
continuance of unprofitable business, and we would natu- 
rally expect to see the first signs of peace accepted with 
joy and all measures to restore harmony met half-way. 
We see that such has not been the case, however, and 
some of the causes of the delay in establishing harmoiy 
and restoring profitable rates we have eudeavored to point 
out above. 


REASONABLE RATES FOR RAPID TRANSIT, 


During the past winter, and for many previous winters, 
the inhabitants of New York have been clamoring for 
what has been called ‘‘ rapid transit,” or in otber words, 
some means of traveling from one end of Manhattan 
Island to the other quicker than that afforded by ‘* animal 
power.” ‘This year public sentiment grew so strong that 
with the aid of the Governor of the State, and probably 
that of the excellent Mayor of New York, several bills 
were passed, one at least of which will, it is thought, be 
efficacious in enabling capitalists to build a road under its 
provisions. So anxious has the public been to get rapid 
transit of some kind, that it has paid little attention tothe 
cost to the people at which such service should be rendered. 
They have not stopped to consider whether the rates of fare 
ought to be higher or lower for carrying passengers than 
those now charged on horse-cars ; and, in fact, very few 
people know anything about the relative cost of carrying 
passengers by horse as compared with steam power, so that 
if the question were put, ‘‘ what are reasonable rates ?” it 
probably would not be easy to get a satisfactory reply 
from __ the public; and certainly any ai- 
swer from the corporations which own 
railroads would be unsatisfactory. The President of one of 
the principal horse railroads assured the writer that after 
careful investigation he found that it would be impossible to 
carry passengers from the City Hall to the Harlem River 
for less than 40 cents fare, or at the rate of about 4} cents 
per mile, while there are others who feel confident that 
with a rapid-transit road operated by steam power passen- 
gers can be carried profitably for less than one cent per 
mile. At present passengers are carried on the New York 
Elevated Railroad a distance of four miles for ten cents 
fare, or 2} cents per mile. Now it will, of course, make 
an immense difference to the people of New York whether 
thay pay one cent per mile or four cents, morning and eve 
ning. When we say the people, it must be remembered 
that to a vast majority of them a difference of even few 
cents per day is a matter of considerable importance. If 
the traffic of a rapid-transit railroad should reach the 
proportions which it is quite likely to attain ultimately, 
the aggregate amount of a difference between one 








and two cents per mile, which the public pe 
be obliged to pay, would be counted by 
lions of dollars annually. Thus the last sem 
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transit road should carry as many in New York, the differ- 
ence in the amount which they would be obliged to pay if 
the fare was 10 cents instead of five, would be over $2,- 
000,000 annually. Evidently, therefore, the rate of fare 
on such a road is a subject worthy of very earnest consid- 
eration before the city irrevocably disposes of any fran- 
chises. 

Appended to the Report on Rapid Transit, made to the 
American Society of Civil Engineers, is ‘‘ an investigation 
into the elements of success of a rapid transit railroad for 
New York City.” This contains an elaborate investigation 
of the cost of operating such a road, and shows very 
clearly that the cost of running trains diminishes as the 
number of miles run increases. Thus with a total annual 
train mileage of about 350,000 miles, and a train consist- 
ing of three light cars similar to those used on the New 
York Elevated road, the cost per mile will exceed 50 
cents ; whereas, if the mileage exceeds two millions per 
year the cost will be less than 40 cents per mile run. Such 
a train will be capable of seating 144 passengers. It must 
be remembered, though, that the great bulk of the traffic 
in New York city will be in one direction only in the 
morning, and in the opposite direction in the evening, so 
that while the cars will be completely filled running one 
way, they would be nearly or quite empty running the 
other. The conclusion reached, therefore, was that it 
would not be safe to count on an average number of pas- 
sengers during the whole twenty-four hours of more than 
45 per cent. of the number of seats in the trains, or say 65 
passengers per train. With a total annual train mileage 
of 350,000, the cost of carrying these passengers would be 
equal te 50--65—0.769 cent per mile, whereas, if the num- 
ber of miles run by trains exceeded two millions, the cost 
of carrying passengers would be 40+65=0.615 cents. This 
shows, what is very well known to railroad men, that with 
a large traffic passengers can be carried at lower rates than 
is possible if the number carried is comparatively small. 
Besides the fact that it costs less to operate a road per 
mile run with a large amount of mileage than with a small 
one, it must also be kept in mind that the interest on the 
cost of the road structure is almost a constant quantity, 
and does not increase with the traffic. Thus, supposing 
that an elevated road similar to that of the New York ele- 
vated track above Thirty-fourth street costs $125,000 per 
mile of single track, the interest on this amount at 8 per 
cent. will be $10,000. In the paper referred to (see table 
VL) it was estimated that the cost of right of way, 
real estate, shops, tools, etc.; station-houses, locomotives, 
cars and ‘‘sundries” would be $161,000 if 2,500,000 passen- 
gers were carried over it per year. This would then make 
the total capital account $286,000 per mile, the interest on 
which would be $22,800. Now if it costs 0.769 cent per 
mile for carrying passengers, it would be necessary to 
charge 1.681 cents per mile in order to pay 8 per cent. on 
the capital, because at that rate the profit on each passen- 
ger would be 1.681—0769=0. 912 cent, and 0.9122,500,000 
=$22,800. Supposing, however, that instead of carrying 
an average of 2,500,000 passengers over each mile of single 
track, we carry 15,000,000. The cost for rolling stuck, etc., 
would then be $466,000, so that the total capital account 
per mile will be $591,000, the interest on which will be 
$47,280. If with the increased traffic the cost of carrying 
passengers should be 0.615 cent per mile, instead 
of 0.769, then it would be necessary to charge a 
rate of fare of only 0.9302 cent, in order to pay 8 
per cent. on the capital, because the profit per passenger 
would then be 0.9302—0.615=0.3152 cent, which multiplied 
by the number of passengers carried per mile, or 0.3152 x 
15,000,000—$47,280—8 per cent. on $591,000. It will 
then be seen that while it would be necessary to charge 
over 1} cents per mile with the smaller volume of traffic, 
with the larger passengers can be profitably carried 
at less than one cent per mile. 

A bill passed by the last Legislature authorizes the New 
York Elevated Railroad to charge ten cents for distances 
of five miles or less, and two cents for each mile or frac- 
tional part thereof, in addition thereto. While this charge 
isno more than is required, by the existin, volume of 
traffic on that line, which at the present time is only about 
100,000 passengers per month, or 1,200,000 per year, it 
would be very much too high should the number of people 
carried continue to increase at the present rate, and reach 
the volume which it undoubtedly will when the road is 
extended to the Central Park and the Grand Central De- 
pot. Fortunately it is still in the hands of the Mayor and 
Comptroller to withhold the authority to charge these 
tates, which with the traffic that the road is quite certain 
to carry would be quite unreasonable. Und:r the Husted 
bill the Commissioners are authorized to fix the rates of 
fare which may be charged. It seems extremely desirable 
that some sliding scale should be adopted, and that the 
rates should to some extent be governed by the volume of 
traffic. At the present time there seems to be very great 
danger that the rates of fare will be fixed very much 

er than those charged on the horse railroads, whereas 

can be no doubt that with a sufficiently large num- 

ber of Passengers they can be carried by steam-power at 
lower rates than is possible by ‘animal power.” 

The Preceding calculations have been based on the cost 





of operating a road per mile of single-track road. It is, 
of course, impossible in a city railroad to regulate the 
rates of fare accurately by the distance travelled, but they 
must be roughly fixed at a common rate over certain sec- 
tions of the road. Thus the Sixth avenue road, 
which extends from the Astor House to Fifty-ninth street, 
charges a uniform rate of five cents for all distances, sim- 
ply because endless confusion would arise if the rates of 
fare were regulated by the distance travelled. When, 
therefore, we say that the rate charged should be so much 
per mile, we mean that the amount charged on any one 
section should be equal to the total distance on that section 
multiplied by the rate of fare per mile. Ths the distance 
from the Astor House to Fifty-ninth street is about four 
miles, and the rate of fare is five cents, so that the rate is 
about 1} cents per mile. 

In the investigation already referred to, the conclusion 
was reached that a rapid transit road could carry p 


what it would be in those running around both of them, or from 

the Battery to Fifty-ninth street. If, however, the stem of 

roads was ex ed to the Harlem River, as the map 

illustrates it, and connected above as shown in the map by the 

lines en ple, then thedistance would be just about twice that 

from the Battery to Fifty-ninth street. would, - 
fore, make only half as many trips around the loop e n ple that 
they would around the loop efi he. The fare sh there- 
fore, be twelve cents around the former instead of six. If 
another cross-town loop be added to One Hundred and Tenth 
street, or just north of Central-Park, the whole distance from 
the Battery to the Harlem River would be subdivided into four 
nearly equal oeat, A, B,C andD. The fare around any one of 
these loops could then be profitably fixed at three cents 

around two loops, six cents. three, nine cents, and 
around all four, twelve cents. Lines of cars, painted different 
colors or combination of colors, could*hen be run around each 
loop, and each two, three or all four contiguous loops. Such a 
sys would make the following combination possible, and 
would provide ten different lines of cars, the fares on which are 
given in the table: 








gers profitably in New York City at a rate of fare of 11-5 
cents per mile, or at a charge of six cents from the 
Battery to Central Park. In the body of the report on this 
subject made by the Society of Civil Engineers it was 
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suggested that in order to make a complete system of 
rapid transit a double-track road should be built on each 
side of the city, and the two connected by loops or cross- 
town lines, so that trains could be run continuously 
around in one direction on one track and the reverse 
direction on the other. A correspondent who signs him- 
self ‘‘ An Engineer” called attention to this a few months 
ago in the New York Herald, and elaborated the system 
and illustrated it with a rough map of New York, so as to 
show what could be accomplished by such a system. The 
following extracts and map are copied from his letter : 

“Tf a line is built from the Battery to Fifty-ninth street on 
the west side, as indicated in the map by the line ef k, and an- 
other on the east side, as shown by the line eh i, and the two 
connected at their upper ends by the line j, it then would ob- 
viously cost no more to run trains from the Battery to Fifty- 
ninth street and back again by going up on the west side line 
and down on the east or vice versa than it would to run up or 
down on one side alone, except so far as the additional length 
of the connecting line, j, would increase the cost, but which 
would be so small an item that it may be disregarded. There- 
fore the fare on cars running around the loop,efkjih, could 
be profitably fixed at six cents. 

“Tf, however, we subdivide this loop into two, A and B, b 
making another crosstown cennection, i say at Thirtcent 
street, which is about half way between the Bat and Fifty- 
ninth street, then trains could run around either of the ~ae A 
or B twice in the same time that they run around both of them 
once. The fare on cars which run around each of these two 
oops could thesefore profitably be three cents, or just half 





As suntiesbeied | Battery to Thirteenth street...............| 3 
eccccece | Battery to Fifty-ninth street.............. 
eosee Battery to One hundred and tenth street. .| 
| Battery to Harlem River...........-.sss+++| 1 
cocgeeeooececs Thirteenth street to Fifty-ninth street..... 
eenecese | Thirteenth st. to Une hundred and tenth st. 
d D..,..| Thirteenth street to Harlem River......... 
.-»| Fifty-ninth st. to One hundred and tenth st. 
..»| Fifty-ninth street to Harlem River......... 
, Syyetepeetter: | One hundred and tenth st. to Harlem Riv. 
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~ “With ouch a system a very large proportion of 7 passen, are 
would pay a supe lower ire then gue id in fhe surface 
railroad cars. Thus, a person living a few blocks above Thir- 
teenth street could, by walking that distance, get into the line 
of cars running around the loop A, in which the fare is three 
cents. A saree _ of persons who ge down town in the 
morning would find a short walk agreeable who are quite in- 
capable of walking the whole distance. Working men and 
women, who have not the strength left to walk the whole dis- 
tance up or down town, would with such a — find it quite 
possible, by a little extra exertion, to save daily four cents in 
car fares out of their hard-earned wages. It would also afford 
a very convenient means of traveling from points along or near 
the line on one side of the city to points along the line on the 
other. Thus, if a person desired to go from K on the west side 
to Ion the east side, he would take a train running around the 
loop B and get there as quickly as he could ride direct on a 
surface road,” 

It is, of course, absolutely necessary that the fare on 
any system of rapid transit should be fixed at profit- 
able rates, but if they are now fixed unreasonably 
high, the public may be assured that it will be almost 
impossible to have them reduced hereafter. It remains, 
therefore, for the new Commissioners, whose names are 
given on another page, and the Mayvr and Comptroller to 
determine whether the rates shall be ‘ reasonable” or 
whether rapid transit shall be the means by which a strong 
corporation will impose unjust tribute on the whole com- 


munity for many years to come. 








Foreign Railroad Notes. 


A project for a new general railroad law for the German Em- 
pire has been submitted by the Government for examination 
and discussion. One of its provisions forbids the attachment 
of rolling stock for debt without previous permission from the 
Imperial Railroad Commission. 

Negotiations are going on between Germany, Austria, Hun- 
gary, France, Italy, Switzerland, Belgium and Holland for the 
regulation of international railroad transportation, so as to 
seoure uniform principles for determining the rights of the ship- 
per end carrier and the methods of establishing them. It is 
thought that Russia also may join in the arrangement, 

An inquiry has been ordered with regard to a tariff reform for 
the railroads of Germany, and a commission appointed for this 
purpose by Prussia, Saxony, Wurtemberg, Hamburg, Alsace- 
Lorraine and Bavaria, ten in all, being for the most part rail- 
road officers or directors, Government councillors, members of 
commercial organizations, ete. 

Councillor Schwabe, of the Prussian railroads, has prepared 
tables of the arrivals and departures at the Berlin stations of the 
eight railroads which have termini in that city. The whole 
number, number who were soldiers and the average number per 
day for five years have been: 


Number of Average 

Total. a per y 4 

TBOD. .ccrccccce covcvces.coseee 4,697,762 193,381 12,871 
1870 cocces ++ «+ 5,522,523 1,151,108 15,130 
TOT wccccccccccccccpeccecceces 6,425,225 1,102,810 17,603 
1873. .cccccccccccccccccccececs TATA BTT 370,977 20,479 
IBIS .ncccccccccccscccsccocsese 9,243,225 314,445 26,324 


Since Berlin became the capital of the German Empire, the 
average daily passenger movement there has increased 67% per 
cent. The population of the city in 1873 was estimated at 911,- 
000. 
The Railroad Bureau of the German Empire reports the 
accidents on all roads in the Empire except those of Bavaria 
(which do not report to the Imperial Bureau) to have been as 
follows during the month of February last: Derailmente of 
trains, 59; collisions of trains, 32; derailments while switching, 
75; collisions while switching, 54; other accidents in working, 
137; total, 357. On the average, there has been one derail- 
ment to every 3,724 trains and one collision to every 10,158. 
Of the 59 derailments of running trains, 21 were due to break- 
ages of tires (8 on engines and 13 on cars), 3 to breakages of 
car-axles and 2 to breakages of springs. Of the 137 unclassi- 
fied accidents, 95 were caused by defects in rolling stock, of 
which 30 were breakages of tires (27 on engines and 3 on tires), 
3 breakages of axles and 8 breakages of springs. 

In all, 185 persons were hurt by these accidents. Only three 
of these were passengers, who were injured; 162 employes, 33 
of whom were killed, and 20 other persons, 9 of whom were 
killed. One out of 3,138,000 passengers was injured, or one 
out of 37,247 passenger and mixed trains. 

One employe out of every 6,045 wes killed, and one out of 





1,778 injured. There was one death to 7,400,000 axle-miles of 
al] trains and to 443 miles of road, and one injured to 2,184,320 
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axle-miles of all trains and to 130 miles ofroad. There was an 
average of oné accident to 100 miles of road and 1,688,420 axle- 
miles of trains of all kinds. 

There having been many controversies in Austria between 
passengers arriving too late to take the trains and the station 
agents, the Austrian railroad companies have decided to intro- 
duce a system of station departure signals, such as has been or- 
dered for the German Empire by the new imperial signal ordi- 
nance, soon to take effect. By this, a short ring of the station 
bell, ending with a sharp blow, signifies that the time of start- 
ing approaches, and passengers can get on the train. Two 
sharp blows on the bell means “all aboard ;” three sharp blows, 
that it is too late to get on the train. 

The Austrian railroad companies have determined to publish 
all their tariffs hereafter at their common cost, so saving a con- 
siderable expense. 

In Vienna last May, after long-continued and often-inter- 
rupted negotiations between the Chamber of Commerce and the 
railroad companies, a “Railroad Arbitration Tribunal” was 
established. The Tribunal has 24 members, chosen by the two 
parties named above. It is to decide cases arising in freight 
transportation and involving fixed sums of money of not more 
than $250, and other claims for which the claimant offers to 
accept as small a sum. Other cases involving larger sums or 
other services can be decided by it if submitted by mutual con- 
sent. Cases pending in a civil court may not be transferred to 
the Railroad Tribunal without the consent of both parties to 

the suit, and vice versa, Five members form a court to try 
cases, of which one, the Chairman, must be a lawyer, two arbi- 
trators chosen by the Chamber of Commerce, and two chosen 
by the railroads. A majority decides. Complaints must con- 
tain a short statement of the subject in dispute, indicate the 
evidence, and give the names and residences of the parties ; 
they can be made either in writing or by word of mouth, per- 
sonally or by attorney. The court is bound by the require, 
ments of the civil law, and the working railroad regulations at 
the time in force, but not by legal forms and rules of evidence. 

Heretofore in Austria, trials of new railroad inventions and 
improvements have been made by each road separately at its 
own risk and expense. It is reported that hereafter such ex- 
periments will be made at the common cost of all the rail- 
roads of Austria and Hungary, making the expense to each 
very light. 

At the close of 1873 there were employed on the Prussian 
railroads 162,114 men, of whom 59,202 were classed as officials 
(including agents, conductors, locomotive runners, etc.) 19,434 
assistant workmen, and 83,477 day laborers. The average pay 
of these men was $211 per year in gold—equivalent to about 
$240 in our currency. 

The receipts per ton and per passenger per mile for four 
years on the Saxon railroads were: 

STATE RAILROADS. 









Passen- Ton of 

wer. Freight. 

BBED 0 vv cinnscconseconpesepa'pocingsecdene cosneenceeses lAlc. 2.17 
1870..... Cccccccccescccccce CRSSe O00 C000 ve KeCeeeesce 1.38 2.03 
WT ccc cvccece PITTISTTTII LITT ETT Coerecce cece 1.40 1.96 
ORs bo ccnss + 505500055050000054 $0000ceree  corccesooce 1.40 1.89 

PRIVATE RAILROADS WORKED BY THE STATE. 
Passengers. restos ape 
a. b. c. a. b. ¢. 
1849... 1.26c. 1.62c 1.89 2.73 5.18 2.38 
1B71O. ..rccccccceces 1.24 1.61 1.39 2.66 4.90 2.10 
1871 cccccececs Bian 1.62 1.30 2.62 5.04 2.17 
1872. cccccccee BOh 162 «1.43 2.46 4.83 2.03 
PRIVATE RAILROADB—LEIPSIC 4 DRESDEN. 

1860.. 1.13 2.17 
1870 1.40 1.82 
1871 1.42 1.8 
1978. cciccvercecees 1.40 1.89 


In Austria the “Sovereign Order of Malta” has had what it 
calls a “sanitary train” constructed and furnished. It has ten 
cars intended to accommodate a hundred persons severely 
wounded, two cars for supplies, and a car for the commandant 
and his surgeons. The cars are all lighted from above. The 
oars for wounded are simply ordinary freight cars with doors 
in front and platforms connecting them with each other. 

German time-tables which we see have usually a heavy solid 
black line inclosing all hours between 6 p. m. and 6. a. m., 80 
that it is evident at a glance whether the hour expressed by 
the figures is forenoon or afternoon, by night or by day. 

Tho highest capital account of a Prussian railroad in 1874 
was $178,820 per mile (Berlin, Pottsdam & Magdeburg); the 
highest receipts from traffic per mile, $31,295, on the Upper Si- 
lesian ; the greatest expense per mile, $17,150, on the Cologne 
& Minden. 

The Austrian railroad companies have appointed a committee 
to confer with independent experts in insurance to examine the 
statistics of the railroads with regard to losses incurred and pre- 
miums paid for insurance, and on the basis of the principles de- 
duced to draw up a plan for a mutual insurance company, 
which, it is hoped, may go into operation at the beginning of 
‘next yoar. 

Last winter on the French Northern Railroad was intro- 
duced the practice of giving to all trainmen, whenever the 
thermometer was seven degrees below the freezing point, hot 
drinks at the eating-house stations at the expense of the com- 
pany. The station-master would notify the keeper of the eat- 
ing-house when he should begin and when he should stop pre- 
paring the drink; the latter would report to the station-master 
the number of portions supplied to each train, and these re- 
ports, signed by the station-master, were sent in weekly to the 
superintendent. The practice had been introduced before on 
the Altona & Kiel and other German railroads. 

On the Northern Railroad of France experimental use has 
been made of what are called “fire signals,” with flames of 
different colors (red for trains of odd numbers running on the 
left-hand track; white for those of even numbers, which runon 
the right-hand track) for those cases when during the night 
time, for any reason, trains are obliged to run at a lower rate of 
spec’ than that prescribed by the time-tables. By these “fire 
signals” (little torches whose outer part carries the color of the 
light, burning five minutes) the conductor and engineman of the 


train following on the sametrack have their attention attracted 
to the delayed train ahead, and so will avoid coming into col- 
lision with it. 

In Great Britain in 1874, according to the just published re- 
port of the Board of Trade, there were 951 railroad accidents, 
by which 1,425 persons were killed and 5,050 injured. Of the 
accidents, 55 were collisions between passenger trains or parts 
of passenger trains, 183 collisions between passenger trains and 
freight trains, 75 collisions of freight trains or parte of trains, 
6 collisions of locomotives with each other, 97 derailments of 
passenger trains, 74 derailments of freight trains, 40 accidents 
caused by trains following a wrong direction on a track against 
the points of the switches, 21 were occasioned by trains running 
too fast into stations and switching yards, 195 by trains running 
upon obstructions on the track. Nearly all those were due to 
the negligence of guards, enginemen and conductors, or to the 
want of watchfulness and non-execution of the regulations. 

On the 31st of December, 1874, the Austrian railroads had an 
extent of 5,963 miles of road, with 2,237 locomotives, 2,050 
tenders, 227 snow plows, 4,841 passenger and 51,811 freight 
cars. This is at the rate of 0.87 locomotive, 0.34 tender, 0.03 
snow plow, 0.80 passenger car and 8.68 freight cars per mile of 
road. 

The ordinary capacity of freight cars on German railroads 
(with two axles) is 22,000 lbs. But one company had as early 
as 1872 900 cars with a capacity of 27,500 to 33,000 Ibs., which 
have done excellent service, giving the average mileage of 
smaller cars, and, of course, a service in proportion to their 
capacity. Schwabe, a Government railroad official, has re- 
cently published a work recommending the adoption of such 
large cars where there is a large traffic in bulky materials, such 
as coal and ore. 

The average freight-car mileage per year in Prussia for the 
22 years ending with 1872 was 9,608 miles; but on those of 
them which have an important coal traffic it was but 7,536 
miles. Most of the coal cars, (and some 32,000 are used) in 
Prussia can be loaded and unloaded only at the sides by 
shovels! Improvements are being introduced, however. It is 
evident that the low price of labor in Germany has prevented 
the giving of much attention to labor-saving methods and 
machinery. Schwabe, who has made a special study of and 
published a book on the English railroads, recommends the 
extension of the use of turn tables and car transfer tables and 
the application of hydraulic and steam machinery to simplify 
and cheapen switching, which on several German roads re- 
quires one-half to three-quarters as much engine service as the 
hauling of freight trains, and on one has now from 109 to 116 
per cent. of the regular freight-train service ! 


Record of New Railroad Construction. 


This number of the Railroad Gazette has information of the 


laying of track on new railroads as follows: 
Portland & Ogdensburg.—Extended from Bemis, N. H., north 
by west 16 miles to a point near Fabyan House. 


Buffalo & Jamestown.— Extended from Cherry Creek south- 
ward 13 miles to Kennedy, N. Y. 

Chicago, Saginaw & Canada.—The track is laid from St. 
Louis, Mich., southwestward 5 miles to Alma. 

Chicago, Rockford & Northern.—Completed from Rochelle, 
Ill., northward 26 miles to Rockford. 

Eureka & Palisade.—Extended southward 5 miles to Alpha, 
Nev. 

This is a total of 65 miles of new railroad, making 401 miles 
completed in the United States in 1875, against 637 miles re- 
ported for the same time in 1874 and 1,408 in 1873. 








Tue Lake SHore & Micuican SourHEeRN has made a report 
of its earnings and expenses for the first half of 1875, which is 
very discouraging to stockholders, not only of this but of other 
companies whose roads are similarly situated. Last year it had 
to work against a considerable reduction of rates, but it over- 
came this disadvantage by a large reduction in working expen- 
ses. This year it has had to struggle with a still greater reduc- 
tion of rates, extending to every branch of traffic, and in addi- 
tion a large falling off in the amount of freight carried, while 
the margin left for a reduction of expenses was very small. 

The figures for the two years, are : 





1875. 1874. Inc.orDec. P.c. 

Harmings,..cccccvcccccses $6,941,000 $8,728,422 Dec..$1,787,422 20.5 
EXpenses.....scsseccseces 5,465,000 5,372,740 Inc.. 92,260 1.7 
Net Earnings........ $1,476,000 $3,355,682 Dec. .$1,879,682 56.0 


Thus the reduction of more than one-fifth in the receipts 
was not modified by any reduction of expenses, in which, in- 
deed, there was a slight increase, and in net earnings there ap- 
pears the appalling decrease of 56 per cent. The decrease has 
been chiefly in freight earnings, which are $1,369,000 less than 
last year, 58 per cent. of which is reported to be due to a 
diminution in volume and the rest to a reduction in the average 
rate received, which has fallen from 1.187 cents per ton per mile 
to 1.022 cents. 

Considering the great reduction of through passenger rates 
due to the railroad war, it may seem strange that the decrease in 
passenger earnings has been only $181,500. But the decrease in 
rates has been nearly made up by the increase of traffic stim- 
ulated by the low rates, so far as gross receipts are concerned. 
Not so with net earnings. Doubtless we must charge the in- 
crease in expenses to the large increase of costly through pas- 
senger traffic, which for several months the company has car- 
ried at a loss. Indeed, but for this, in view of the fact 
that there was a considerable decrease in freight traffic, the 
company would probably have been able to make a considera- 
ble reduction in its working expenses. 

The one encouraging feature in this statement is the fact 
that under these most unfavorable circumstances—a largely- 
reduced freight traffic at largely-reduced rates, and a largely- 
increased passenger traffic carried at less than cost and so im- 





earn net more than the interest on its bonds, its rentals, and 


posing constant losses onthe company—it has yet been able to |. 


the small amount of guaranteed dividends. The balance ig 
small, to be sure, only $51,000, but then it seems hardly possi- 
ble that the road will again have to encounter so many disad- 
vantages in any future half-year. 

Taking the earnings and expenses for the first half year of 
each of the last three years, we are able to see the great decline 
since the flush times before the panic. 





1873. 1874. 1875. 
Earnings......-..+sessseeees $9,797,649 $8,728,422 $6,941,000 
BOMB ccc ccccccsvccccoscs 6,718,819 5,372,740 5,465,000 
Net carnings.......... $3,078,830 $3,355,682 $1,476,000 


Here we see that the earnings of the last half year are 
nearly 30 per cent. less than for the corresponding period two 
years ago, and very little greater than the expenses of that half 
year. 








CHEAP TRANSPORTATION, we find, will not always secure actiy- 
ity in business and a large traffic. During the month of June 
the cost of transporting a bushel of grain by lake and canal 
from Chicago to New York at no time exceeded ten cents, we 
believe, and much of the time was a fraction of a cent less. At 
the same time the Chicago elevators were full of grain and the 
country back of Chicago held a large surplus, which it must 
market some time. Never before could grain move so cheap- 
ly, and not often has there been more grain to move at this 
time of year, and yet the shipments have been unusually small, 
Evidently there must be something more than low rates of 
transportation to insure a large traffic, something more, even, 
than low rates and a large supply: there must be a demand 
also, and in the case of grain this year the demand is just what 
has been lacking. The farmers have got low prices, the car- 
riers have got lower ones, and they have sold little and carried 
little. ° 








Tue Mexican INTERNATIONAL RAILROAD, it seems, now has all 
the help it can ask from the Government of Mexico to aid in 
its construction. It really depends, we suppose, on the comple- 
tion of the Mexican Central for 280 miles westward from Mexico, 
whether a serious effort will be made to construct the road or 
to secure the capital necessary for its construction. The Cen- 
tral’s line lies through the heart of Mexico, a district really 
thickly peopled, and with numerous large cities. Should the 
Central be completed through this country and receive a profi- 
table traffic, it would serve to give confidence in the Interna- 
tional, the southern part of which will also penetrate a pretty 
well-peopled country. The International is not required to 
begin work on its road until the Central is completed to the 
point of junction, though it will have to make surveys much 
sooner. 








Tue ‘“ Ramway BENEVOLENT Institution,” of England, of 
which we know little more than that the newspapers speak of 
it as “this excellent charity,” held a festival in the Crystal 
Palace, June 16, to which the companies carried their employ- 
ees and families from Liverpool, Manchester, Birmingham, 
Rugby, and other railroad centres, some of them more than 200 
miles distant from London, at the nominal rates of 50, 38, and 
25 cents. There were various entertainments at the Crystal 
Palace, and there was also an exhibition of railroad machinery 
and appliances in 200 groups, including almost everything used 
in the working of a railroad. Some novelties in signals were 
shown, including one by which the engine bell is rung when a 
signal is set at danger. 


eae Mailroad Blewe. 


ELECTIONS AND APPOINTMENTS. 








St. Louis, Kansas City & Northern.—Mr. B. W. Lewis, Jr., 
who has been acting President since the death of Mr. Hoge, has 
been chosen President. Mr. Joseph Bogy, of St. Louis, has 
been chosen a director in place of Mr. Hoge. : 

New Orleans, St. Louis & Chicago.—At the annual meeting in 
New York, July 1, the following directors were chosen: A. 
Schreiber, W. A. Gordon, 8. H. Edgar, Sam. Frank, New Or- 
leans, La.; M. B. Hillyard, A. M. West, L. Q. C. Lamar, of 
Mississippi; R. P. Neely, Bolivar, Tenn. ; L. 8. Trimble, Padu- 
eah, Ky.; H. 8. McComb, L. P. Bush, Wilmington, Del.; Thomas 
‘A. Scott, George B. Roberts, Philadelphia; Jacob 8. ers, 
Paterson, N. J.; W. H. Osborn, Extine Norton, George W. Nor- 
ton, J. B. Alexander, Wm. H. Macy, George K. Sistare, Wm. 
Calhoun, New York. The new directors are Messrs. Bush, 
Frank, E. Norton, Sistare and G. W. Norton. The board re- 
elected H. 8. McComb. President ; 8. H. Edgar, Vice-President; 
A. M. West, Second Vice-President ; R. 8. rles, Treasurer ; 
Wm. Calhoun, vag R. P. Neely, Assistant Secretary. 
Executive Committee, Wm. H. Osborn, Junius B. Alexander, 
Jacob 8. Rogers, Wm. H. Macy, H. 8. McComb. 


Visalia Branch.—At the annual meeting in Visalia, Cal. 
June 14, the following directors were chosen: 8. C. Brown, 
John Cutler, Henry Hertz, R. E. Hyde, E. Jacob, 8. A. Shep- 
pard, Solomon Sweet. - 


New York Commissioners of Rapid 
general rapid transit law, the Mayor of New York has appeintel 

rnelius H. Delamater, Jordan L. Mott, Charles J. Canda, 
Joseph Seligman and Lewis B. Brown, Commissioners, #8 provi- 
ded for in the law. Messrs. Delamater, Mott and Canda are all 
large iron manufacturers. Mr. Seligman is a well-known 
banker, and Mr. Brown was formerly a banker, and is now & 
large real estate owner. 


Hoosac Tunnel Line.—Mr. Charles K. Goodnow has been - 
appointed Train Dispatcher, with office at Shelburne Falls, 

ass. 

Lake Superior & Mississippi.—At a meeting in St. Paul, 
Minn., June 29, the new Benalla directors chose the following 
officers: J. P. Iisley, President and Land Commissioner; Thomas 
M. Davis, Secretary and Treasurer and Treasurer of the i 
Department; 8. W. Colton, Jr., Assistant Secretary; Jas. Smith, 
Jr., Attorney. 


New York & Long Island Bridge Company.—At the meeting 
held in New York, June 30, the fhiowing directors were chow. 
Wm. Steinway, Pliny Freeman, Oswald Ottendorfer, Oscar Fare 
likoffer, Herman Funke, R. M. C. Graham, Edwin — nowt 
Charles A. Trowbridge, C. Godfrey Gunther, Herman T. ving 
ston, John T. Conover, Willy Wallach, New York ; eng a 
% enhusen, os Point, N. Y.; John C. Jackson, Island 


Transit.—Under_ the 





oolsey, Astoria, Y.; Abraham D. Ditmars, Long 
City, N. ¥: "Archibald ML Bliss, Brooklyn, N. Y.; Paschal 



















































































f he Barney Smith Manufacturing Company, at Dayton, O., 
wre building,cight sleeping coaches for the Central Pacific, which 
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WwW. Turney, Gottlob Gunther, Charles H. Rogers, 
Ravensw: . ¥.; Charles F. Tretbar, Tremont, N. Y. 

Detroit & Mitwaukee.—Mr. C. C. Trowbridge, President of the 
company and for some time past temporary ver, has been 
appointed permanent Receiver by the Court 

Pittsburgh, Cincinnati & St. Louis.—Mr. J. H. Barrett, late of 
the Columbus Division, has been appointed Superintendent of 
the Pittsburgh Division, in place of Mr. Hugh Pitcairn, re- 
signed. Mr. James R. Shaler has been appointed Superintend- 
ent of the Columbus Division, in place of Mr. Barrett, trans- 
ferred. 

Chicago, Danville & Vincennes.—At the annual meeting in 
Chicago, June 80, the following directors were chosen: George 
L. Dunlap, Chicago; John 1. Donovan, Watseka, Ill.; John G. 
English, Danville, Il.; Charles F. Elwell, Matthew Taylor, W. 
p. Judson, Amos Tenney, Augustus TT. Cheer, New York. The 
new directors are Messrs. Dunlap, English, E. F. Elwell and 
Cheer, who replace J. W. Elwell, J. D. Fish, E. Ellery and A. 
Gilbert. 

St. Louis, Iron Mountain & Southern.—Mr. Arthur W. Soper 
has been appointed General Superintendent in place of Mr. 
Thomas McKissock. Mr. Soper has been Assistant General 
oo ane 309 gaa some time, and before that was General Super- 
jntendent. 


Allegheny Valley.—Mr. Thomas M. King has been spectates 
Superintendent of the River Division, which will include the 
line from_ Pittsburgh to Oil City. Mr. A. A. Jackson, has been 
appointed Superintendent of the Low Grade Division, to fill 
the vacancy occasioned by the resignation of Mr. Wm. M. Phil- 
lips. Both appointments took effect July 1. 

Buffalo Cross-town.—At a recent meeting of the board a 
number of the directors resigned and the following new direc- 
tors were chosen to fill the vacancies: E. D. Worcester, James 
Tillinghast, John Allen, Jr., Myron P. Bush, George J. Whit- 
ney, Albert P. Lanning and George H. Burrows. r. J. Con- 
dit — was chosen President in place of W. H. Greene, re- 
signed. 

Rome, Watertown & Ogdensburg.—Mr. Abram Klohs, Master 
Mechanic, has been placed in charge of the motive power of 
the Lake Ontario Division also. 


Atlantic & North Carolina.—At the annual meeting in New- 
bern, N. C., recently, John Patterson, J. L. Morehead, E. R. 
Stanly and W. B. Duncan were chosen directors on the part of 
the stockholders. 


Indianapolis & St. Louis.—Mr. Thomas D. Messler has been 
chosen President, in place of Mr. E. W. Woodward, resigned. 

Cairo & St. Louis.—At the annual meeting in East St. Louis, 
June 28, the following directors were chosen, 8. Staats ae 
Cairo, IlL.; W. 8. Searls, Waukegan, Ill.; H. R. Payson, F. E. 
Canda, Chicago; W. J. Lewis, W. R. Arthur, St. Louis; L. H. 
Meyer, New York. The board elected the following officers: H. 
Rh, Payson, President; F. E. Canda, Vice-President and General 
Manager; W. 8. Searls, Secretary and Treasurer; J. E. Hinck- 
ley, General Superintendent; 8. E. Harvey, Auditor. 

Lousville, Paducah & Southwestern.—Mr. Homer Frost has 
been appointed General Passenger and Ticket Agent. 








PERSONAL. 





—Mr. Thomas Hoops, formerly General Freight ~ of the 
+ ag me Central, but for a few months past General Agent of 
the Blue Line, has resigned the latter position. 

—Mr. Wm. Thaw, of Pittsburgh, Vice-President of the Penn- 
sylvania Company, has offered $1,000,000 to the Western Uni- 
versity of Pennsylvania, if a similar amount can be raised within 
a specified time. 

—Mr. E. W. Woodward has resigned his position as President 
of the Indianapolis & St. Louis Railroad Company. 

—Mr. George J. Robbins, for many years Secre and Treas- 
urer of the West Jersey Railroad Company, died in Bordentown, 
N. J., June 25. 

—Mr. Charles G. Dandridge, a young civil engineer of high 
character and great promise in his profession, died at Ports- 
mouth, Ohio, on the 28th of June, after a short but severe ill- 
ness. His remains were taken to Martinsburg, W. Va., for in- 
terment. 

—Mr. Elbridge Pierce, Master Mechanic in charge of the 
Pittsburgh, Cincinnati & St. Louis shops at Dennison, O., died 
suddenly last week. 

—The board of directors of the Lake Shore & Michigan 
Southern Railway Company has adopted the following : 

“The death of Mr. Stillman Witt having occurred since 
the last meeting of the board, his surviving associates desire to 
~ on record their cordial recognition of his long and valua- 

le services in connection with this road, as also their sincere 
and tender respect for his memory. Mr. Witt was largely and 


prominently identified with the construction of that portion of es 


the road lying between Cleveland and Erie, was one of the ear- 
liest directors of the Cleveland, Painesville & 
Ashtabula Railroad Company, and was continued as 
& director of that company, or of the com 
nies with which that was consoli from that date to the 
time of his decease, a period of more than twenty-three years. 
During all that time he was endeared to his colleagues by his 
genial disposition and uniform courtesy and kindness of man- 
her, and was especially distinguished by the in ity, devo- 
ja Cee judgment and practical good sense with which he 
discharged ‘his official duties. Ordered, That a copy of the 
foregoing record be certified by the Secretary and transmitted 
to the family of the deceased.’ 
* _The Springfield Republican is authority for the statement 
that the position of General Manager of the Lake Shore & 
Michigan Southern Railway, to which Mr. John Newell has just 
n appointed, was twice offered to Mr. William Bliss, General 
hager of the Boston & Albany, with twice his present salary, 
ut Was declined by him for personal reasons, 








THE SCRAP HEAP. 


Prises for Eoonomy in Running Engines. 

nat exchange says: “The managers of the Cleveland & 

burgh road annually give a first and second premium to 
€ engineers who run their engines at the least expense to the 

Company. John Simmons and John Taylor have just taken 
ese premiums—Simmons, $75 ; Taylor, 35.” 


Fine Sleeping Oars. 


us described by the Dayton Journal: “The general 
‘hape is very similar to the standard Pullman, which this com- 
ee been building for the past ten years. Their color isa 


of canary, with light traci nd ll work of 
darker and contras , a ° eoior is finishe 


; shades. The interior is finished in black 
American Walnut, oiled, and most elaborate veneering of French 
erry engraved with’ fine lines of gold, and decorated with 

the monogram of 


of unique ma , containing 
company in ivory ron ed The silver lamps with 
{iiss globes, the highly finished wood, elaborated with silver | 
tabowsed French plate plese oot nica niet elmbete dazzling 
ch pla 88 ve a 
tone to the entire coach. The seata, end sofas are u 


covered with Brussels carpet, made expressly in colors and 
design to harmonize with the general finish. e windows are 
shaded with damask curtains on spring rollers, which also in 
ee and figure carry out the completeness of the interior 
nish, 
“ The berths are equip’ with spring and hair mattresses 
of the very best quality, linen shects, pillow-cases, etc. 
“The body of the coach contains a smoke room with an in- 
laid floor, supplied with a sofa and lounging chairs. This room 
is entirely disconnected from the main room, yet easy of access 
by means of a short passage which leads into the sleeping or 
parlor portion of the car. This room is divided into twelve 
sections, each section supplied with four seats, or two berths, 
two double-sash windows, damask shades, and embossed mir- 
rors. Each of these compartments is so arranged that it may 
be entirely closed from the others and by the addition of a mov- 
able table, converted into a di room. 
** Next to the smoking room there is a larger and entirely 
private state room, supplied with arm-chairs and a sofa, togeth- 
with a ladies’ dressing room complete in each detail. At the 
opposite end of the car are the general wash room, closet, 
and steam heating arrangement, all finished ,with correspond- 
ing elegance.” 


Oaste and Railroad Travel in India. 

The London Jron says, in a recent issue: “In a lecture last 
week, before the National Indian Association, Mr. Framjee R. 
Vicajee, of —s stated some curious facts regarding the 
social and political effectsof the Indian railway system. As re- 
gards the first, the lecturer remarked that, as was shown by 
official returns, fifteen-sixteenths of the traveling public went 
third-class, and that this promiscuous mixing of wholesales and 
retails was likely to have the humanizing result of breaking 
down altogether the strict line at present dividing one caste 
from another. In England, the only caste which the railway 
class system protects from contamination is that which is 
based on wealth, and from this caste chiefly proceeded the o 
position to the Midland reform scheme; but in India, which is 
& poor country, really high-class people travel third-class to 
save their money, as Mr. Vicajee quaintly observed, while in 
England they travel first-class to save or assert their caste.” 
British Rail E , 

The Board of Trade report shows that the total exports of 
railroad iron of all kinds were 49,298 tons in May, 1875, against 
97,587 tons in 1874, a decrease of 4944 per cent. For the five 
months ending with May, the exports were 201,219 tons this 
year, and 335,093 last, the reduction being 40 per cent., while 
the reduction in value was 4 cent. The exports to the 
United States were 190 tons in May this year, against 628 last ; 
= for the five months only 192 tons this year against 10,623 

ast. 


Prices of Rails in June. 

Bigelow & Johnston report new iron rails at $48 to $50 ;,old 
rails at $26 to $27 ; scrap iron at $20 to $22; and forge pig iron 
at $22 to $24. During the month 1,738 tons of steel rails were 
imported at New York, and 20 tons of old iron rails. ‘The firm 
report a little more inquiry for new rails. Old rails are dull 
and depressed ; scrap weak ; pig dull and unchanged. - 

A Big Btory. 

The Binghamton (N. Y.) Times is authority for the statement 
that 6,000,000 tons of coal passed through that town in one day 
— If it was not a misprint, the writer evidently did not 
remember that that quantity of coal would fill 600,000 eight- 
wheeled coal cars, which, at 40 cars to a train, would make 
15,000 trains and would require the passage of 625 trains durin 
each hour of the 24, or a train about every six seconds, which 
would bother the Binghamton train dispatchers a little to 
manage. 








OLD AND NEW ROADS. 


The Railroad War. 


The final settlement has been completed and the cars of the 
Baltimore & Ohio began to run from Washington through to 
New York, July 5. There is no division of trains between the 
two companies as formerly, but both the Baltimore & Ohio and 
the Baltimore & Potomac run the same number of trains from 
Washington, the two trains being united at Baltimore and 
coming through to New York together. 

The Baltimore & Ohio and the Pennsylvania companies have 
agreed upon the following rates of Bog vy od fares, withou 
waiting for any further negotiations with the northern lines: 


Betw Baltimore. Philadelphia. New York. 
Pitteburgh and ..........s.006. 9 00 $10 12 50 
Columbus... ..sceceeecevecvees 11 75 13 50 14 50 
Cincinnati .....cccccccccccccces 12 25 14 00 15 00 

13 26 14 25 
15 50 17 50 
16 25 18 25 
16 00 16 00 
17 00 18 00 
17 00 18 00 
19 00 20 00 
31 00 32 00 
30 00 31 00 
30 00 31 00 
33 00 34 00 





Oentral Vermont. 
The suit of Sohier and Schultz against this company, the 
suit involving the legality of the recent election of directors, 


was to have been heard at a special term of the United States 
Circuit Court at Windsor, July 6. By agreement, however, of all 
the parties concerned, it has been put over to the fall term, the 
smo gd injunction already granted being continued until the 


Vermont Valley. 

The suit involving the validity of the present lease to the 
Rutland Company, which was to come before the United States 
Cireuit Court in July, has been put over to the fall term by gen- 
eral consent. 

Erie, 

The New York Tribune has collected some information con- 
cerning the holders of Erie shares, which it presents as fol- 
lows: 

“The Erie common stock in the aggregate includes 780,000 
shares, of which the New York stock ledger shows little more 
than 555,000 shares, the remaining 225, being registered on 
the London books. According to the New Y er, there 
are 1,414 accounts, ranging from one share up to 27,062. There 
are 66 accounts containing 1,000 shares and over, and amount- 
ing in the aggregate to 321,167, or nearly three-fifths of the 
total number of shares registered here. The directors have 
the following amounts in their names: 8. L. M. Barlow, 100 
shares; Herman R. Baltzer, 610 in firm’s name; W. Butler Dun- 
can, 100; R. Suydam Grant, 1; John A.C, Gray, 11; H.J. Jew- 
ett, 200; John Te lor Johnston, none; L, H. Meyer, none; Ed- 
win D. Morgan, 100; Cortlandt Parker, none; Homer Ramsdell, 
6; Lucius Robinson, none; Marshall 6. Roberts, 2; Frederick 
Schuchardt, 80 in firm’s name; Thomas A, Scott, 1; Henry G. 
Stebbins, 100 in firm’s name. 

“The largest accounts are as follows, 10,000 shares or more: 
Bischoffsheim & Goldschmidt, 22,356; H. L. Bischoffsheim, 
18,815; .Grunebaum, Ballin & Co., 11,700; Heath & Raphael, 
27,062; Heidelbach, Frank & Co., 12,115; Kuhn, Loeb & Co., 





Molstered with the finest grade of cerise plush. ‘The floor is 


12,810; RB. Raphec! & Sons, 740; Rutten’ & Bonn, 26,580; A. 
J, Sauter, 18,200; Speyer ers, 21,970. Lots of 1,000 to 10,- 





P- | years torun. The interest and princi: 


000: Bank of Belgium and Holland (Limited), Lond 000; 
E. 8. Ballin & Co., 1,490; Bell & Smithers, ‘i 000; Borthwick’ 
Wark & Co., 1,800; J: W. Brookman, 1,800; H. D. Brookman, 
1,200; John Bloodgood & Co., 3,900; George Chamberlain, 1,870; 
Cammann & Co., 3,172; Joseph’ Cohen, 2080, W. Cowan’ 4,600; 
J. W. Cunningham & Brother, 1,200; Drexel, Morgan & Co. 
5,460; De Mattos Brothers, 3,350; 'T. E. Dubree, 1,000; Robert 
Fittin, 1,290; Foster & Braithwaite, 1,050; Glendinning, Davis 
& Amory, 1,100; Geiger & Dettelbach, 1,920; Ed. H. een, 
1,040; W. Greenwell & Co., 3,060; R. 8. Hays, 1,500; -H . 
ten & Co., 4,550; Haseltine, Powell & Co., 4,300; Homan & Cry- 
der, 5,819; L. 'T. Hoyt, 1,000; W. a, 1,300; Martin & Run- 
on, 1,000; Martin Maas & Co., 3,400; I. Mehler, 2,000; J. 8. 
organ & Co., 5,680; James Orr, 1,130; W. & J. O’Brien, 1,370; 
John Pondir, 1,000; Railton, Sons & Leedham, 1,040; Riggs & 
Co., 1,750; J. J. Ribon, 1,000; L. & R. H. Robertson, 1,010; Rov. 
ins, Powell & Co., 1,500; Schafer Brothers, 1,400; Thos. Sellar. 
7,280; Stern Brothers, 2,390; Philip Speyer & Co., 6,007; Samuel 
& George Smith, 5,274; Schuster, Son & Co., 3,000; 
Thomas, 1,400; L. Von Hoffmann & Co., 7,488; 
og oy 1,790; Whitehouse & Co., 3,600; Robert Winth: 
Co., 1,200; Worden & Leverich, 1,300; George Wythes, 1,910; J. 
C. Fielding, 1,000; Gowan & Marx, 1,175; 8. Raphael & Go, 
1,100; J. & W. Seligman & Co., 2,610; Seligman , 2,220,” 
Chicago, Burlington & Quincy. 
This company gave notice to the New York Stock Exchange 
recently that on and after July 1, it would substitute its own 
stock certificates for those of the Burlington & Missouri River 
Railroad Company and its branch stock; also, that it would 
issue its own certificates of stock in exchange for the convertible 
bonds of the Burlington & Missouri River Company. This is in 
conformity with a previous notice given to the Stock Exchange 
at the time of the virtual consolidation of the two companies, 
Proposals will be received at the office in Boston until July 
15, for $462,000 5 per cent. bonds of this company, ha 20 


: ( 1 may be made payable 
either in Boston or London. Payment for the bonds to Gomede 
one-quarter July 20, and one-quarter on the 20th of each of the 
three following months. As security for the payment, an equal 
amount of the 8 per cent. bonds of the Albia, Knoxville & Des 
Moines Railroad Company, whose road is to be leased to the 
Chicago, Burlington & Quincy, will be deposited with the New 
England Trust Company of Boston. The difference of 8 per 
om aeons the in : a hep - — and those to be sold 
wi app as a sinking to the purchase.and canceling 
of the outstanding bonds, , 


New York & Oswego Midland, 

At a meeting of bondholders in Utica, N. Y., July 6, it was re- 
solved that it is of the utmost importance that the receivers 
should continue to pay the rental of the Utica, Clinton & Bing- 
hamton, and the Rome & Clinton branches until such time as 
the Midland shall be reorganized. That the continuance of 
said leases is of great importance to our interests in case the 
bondholders become the purchasers of the road. 

It was also resolved that the trustees and receivers should 
take steps to protect the interests of the first mortgage in the 
pending proceedings to foreclose the Western Extension mort- 
gage. A committee of eight was appointed to prepare and cir + 
culate an address to bondholders urging them to support the 
Utica plan of reorganization. 


Buffalo & Jamestown. 

This road is now completed to Kennedy, N. Y., 58 miles 
southward from Buffalo, and 13 miles beyond Cherry Creek, 
the last point noted. Arrangements have been made for the 
use of the Atlantic & Great Western track for the nine miles 
from Kennedy to Jamestown, until the company’s own line, on 
which work has been begun, can be finished. It is expected 
that stock-yards and a transfer house will be put up at James- 
town. Regular trains are already running through Buffalo 
to Jamestown. 


Helena & Iron Mountain. 

The heavy work through l’A 
negotiations are in progress for 
Pacific, of Missouri. 

Notice is given of a special meeting of the stockholders, to 
be held at the office in St Louis, July 10, at 10 a. w., when the 
action of the directors in authorizing the issue of bonds to be 
used for the redemption and cancellation of bonds heretofore 
issued, and the execution of a mortgage to secure the same, 
was to be submitted to the stockholders for their approval. 

The new mortgage referred to is for $4,000,000, the bonds to 
be issued in redeeming for cancellation $1,500,000 income bonds, 
and $2,000,000 improvement bonds heretofore issued; also for 
the redemption and cancellation of the second-mortgage bonds 
of the Pacific Railroad, as in said mortgage provided, and for 
oy of floating liabilities created on account of this company 

y the Atlantic & Pacific Railroad Company in permanently 
improving the Pacific Railroad. 
St. Paul & Pacific. 

In the Minnesota District Court at St. Paul, Mr. J. P. Farley, 
Receiver of the St. Vincent Extension, has begun a suit against 
DeGraff & Co., B. 8. Russell and others, in which that 4,560 
tons of iron rails, worth $50 per ton, and lying at Glyndon 
and Duluth, are claimed by DeGraff & Co, and B.S. Russell, as 
their property through certain transfers from W. G. Morehead, 
The Keceiver claims that these rails were paid for by Morehead 
out of moneys furnished by the Holland bond-holders for 
the above-named road, and that the mortgage securing the 
bonds upon which such moneys were 60 furnished provides that 
the said mortgage shall be a lien on all propert, uired or to 
be acquired, whether placed on the road or not, and the plain- 
tiff further claims that such mortgage attaches to all 
focueete s0 purchased, unless the same has passed into the 

ands of bona fide purchasers without notice. 

The complaint further charges that Crooks and DeGraff’s 
transfer, which comprises 2,700 tons ot this iron, was made on 
account of an antecedent indebtedness from Morehead to De- 
Graff & Co., and with full notice of the mortgage, and that 
Russell, the claimant of the balance of the 4,560 tens, was the 
confidential agent of Morehead, and that neither of the above 
parties are bona fide purchasers. The complaint further sete 
up that a large portion ef this iron still remains in the custom 
house at Duluth, subject to many thousand dollars- of duties, 
and that the defendants are attempting to remove the iron or 
some portion thereof out of this State, and prays an injunction 
against such removal and for the cancellation of the said trans- 
fers. The Court granted the usual temporary injunction, to 
hold until the hearing in the case. 


Levis & Kennebec. 

The first section of 30 miles of this road from Point Levia, 
P. Q. opposite Quebec, has been completed and opened for 
traffic, 


Windsor & Annapolis. 

The gauge of this Nova Scotia road from Windsor Junction 
on the interealental, 13 miles from Halifax, to Annapolis, 116 
miles, was changed from 5 feet 6 inches to 4 feet 8% inches, 
June 25. The change was rendered necessary tof the 
Intercolonial, which is its only rail connection, over whose 
track its cars run to Halifax. 


New York & Oanada. 

The Montreal Telegraph Company has contracted with the 
Delaware & Hudson Canal Company for the construction of the 
telegraph along this road, from Whitehall to the Canada line 


ille bottom is completed and 
e iron, 
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Work will be commenced soon at Port Henry, where about 
1,500 telegraph poles have been collected. 


Waynesburg & Washington. 

The greting of this narrow-gauge road from Washington, Pa., 
southward to Wa burg, 28 miles, has been let to Donaghue 
& Brothers, of Altoona, Pa, at $1,000 per mile, the road to be 
ready for the ties in four months. The work was to be begun 
this w 


Chicago, Rockford & Northern. 

The track of this new road is now completed, and the first 
train ran through to Rockford June 30. The road is 26 miles 
long, and extends from a connection with the Chicago & Iowa 
at Rochelle, Ill., northward to Rockford. It has been built b 
Mr. F. E. Hinckley, of Chicago, as contractor, and will be lease 
and operated by the Chicago & Iowa Company. With that 
road and the Chinen, Burlington & Quincy, it forms a line 
from Rockford to Chicago 112 miles long, or 19 miles longer 
than the Chicago & Northwestern line. 


Grand Rapids & Indiana. 

A dispatch from Fort Wayne, Ind., dated June 29, says: ‘““The 
Continental Improvement Company and Grand Rapids & In- 
diana Railroad Company filed a suit to-day against Jos. K. 
ging to recover $600,000 oo to have been appropri- 
a to his own use during is presidency of the road. 
At the end of Mr. Edgerton’s rule the road was found to be 
bankrupt, and in order to save the land grant a contract was 
made with the Continental Improvement Courpany, of Pennsyl- 
vania, to build and equip the road, giving them the land grant 
and use of the road for a term of years in payment.” 


Rockford, Rock Island & Indiana. 

So much of this road as lies within Henry County, Ill., was 
recently sold at auction by the County Treasurer for unpaid 
taxes, and was bought by E. W. Smith, of Des Moines, Ia. 
The sale will probably set aside by the United States 
Court. 

Cincinnati Southern. 

The discussion as to the policy of the trustees has been re- 
vived and ig carried on with much sharpness in the Cincinnati 
papers. A new element has been brought in by what is known 
as the Wright bill, which authorizes the trustees to lease the 
road te any company which will 7 <™ it. In arecent issue, 
the Commercial sums up the case as follows : 

“The Wright law was at first drawn increasing the amount 
appropriated for the road to $15,000,000, but was changed to its 
present form after careful deliberation. The practical question 
of the day for the porate of Cincinnati is, whether an attempt 
shall be made to use the Wright law so as to prevent the ex- 

enditure of more than ten millions by the city on the road. 
The contracts that are made cover the ten millions. Messrs. 
Heidelbach and Desborough ect to further contracts until 
there are additional app atidns. Having substantial estates 
they are naturally tive about questions of individua 
liability. * * The ten millions, as employed, will, we are 
told, give us, in addition to the new railroad bridge and depot 

ounds, Ludlow cuts and Millcreek fills, and parallel line to 
vexington, about thirty miles of Southern road beyond the Cen- 
tral Kentucky. The bey os question is: What shall we do 
with it? Cana party be found who will finish to Chattanooga 
and run the road? not, will it pay Cincinnati to employ 
other millions than those permanently invested in this enter- 
prise?” 
Easton & Amboy. 


There is some heavy work on this road besides the Musconet- 
Besides the bridge over the Delaware at Easton, 


cong T 
1,200 feet long, there is a viaduct 381 feet long near Phuillips- 
burg, which crosses the Morris Canal at an elevation of 125 


feet, There are several very hea ; 
one at Pine Hollow, requiring 400,000 cubic feet of earth. The 
heavest of all is that at Springtown, which is 1,700 feet long 
and 127 feet high near the center, and required 550,000 cubic 
feet of earth. Under it pass two culverts of masonry, 400 feet 
long, with arches of 34 feet span. Through one runs a water- 
course, through the other a country road. This is, we believe 
the longest and heavest fill in New Jersey, and is only exceeded 
in length, but not in height, by the famous Wallkill Dyke, the 
natural embankment on which the New Jersey Midland crosses 
the Wallkill Valley, near Ogdensburg. e 


Fort Wayne, Jackson & Saginaw. 

This com uy will pay at the Farmers’ Loan and Trust Com- 
pany, New Yor , $30 of the $40 coupon (on its first-mortgage 8 
per cent. bonds) due July 1, 1875. The amount paid will be 
indorsed upon the coupon, The first coupon passed was Janu- 
ary 1, 1874. 


Detroit & Milwaukee. 

In the Michigan Circuit Court, at Detroit, June 30, according 
to adjournment, the question of the —— of Mr. ©. C. 
Trowbridge as permanent receiver of the Detroit & Milwaukee 
Railroad was argued. Sir Hugh Allen, in behalf of the Mer- 
chants’ Bank, Canada, tiled a petition for delay in the appoint- 
ment of a permanent receiver, Judge Douglass representin 
their case. Mr. Ashley Pond for the trustees under the poste | 
mortgage resisted this attempt. Messrs. 8. D. Miller and Wm. 
P. Wells for the trustees er the first mortgage, T. Romeyn 
for the Great Western Railway, and Messrs. George Jerome and 
G. V. N. Lothrop for the Detroit & Milwaukee Railroad Com- 
pany, also joined with the latter in opposing a aye penne of 
the appointment. They all tagreed, however, to the necessity 
of a receiver, and no opposition was made to Mr. Trowbridge as 
the best man for the position. The only question was whether 
the appointment should be made permanent at this time. 

The decision of the Court was given the next day, making 
Mr. Trowbridge’s appointment as Receiver permanent. The nec- 
essary order was entered. 


Kansas Pacific. 

A Kansas City dispatch says that the Wells-Fargo Express 
Company will cease to run over this road, and that the railroad 
company will hereafter do its own express business. 


Atohison, Topeka & Santa Fe. 


After funding three coupons this Company has resumed 

aymentand pays the Jul adn on its frst mortgage gold 
Ponds in cash. It is; we believe, the first company of those 
which made default in 1873 and 1874 to resume full payment of 
its interest. 

A circular has been issued to the stockholders announcing 
that the Executive Committee of that —— has purchased 
on very favorable terms a controlling interest in the Kansas 
Midland which will hereafter be operated by the 
Atchison, Topeka & Santa Fe under a lease. Between Law- 
rence and De Soto it is sed to use the Pleasant Hill route, 
if terms are satisfactory, otherwise that portion will be built. 

It is said that thecost of the road to the Topeka Company 
was about $400,000. The Midland as now completed, is in, two 
sections, one from Topeka, Kan., to Lawrence, 26.4 miles, the 
other from De Soto to Kansas Git , 25 miles, the two being 
connected by 15 miles of the St. Louis, Lawrence & Western 
road, from Lawrence to De Soto. 

New England Railroad Dividends. 

The Boston Advertiser says: 

‘Railroad dividends, for a long time the steadiest on the 
list, begin to break, and our 10 cent, stocks are gradually 
fading away. The Connecticut River, which has divided 5 per 
cent, semi-annual for the past seven years, now drops to 4 per 


fills on the Western Division, 


cent., and the Worcester & Nashua, paying 10 per cent. the 

ast five years, comes down to 3% per cent. e Boston & 

well, an old standard, which has missed but one dividend 
during twenty years, is compelled to pass.” 


St. Louis, Salem & Little Rock. 

This company has arranged its passenger and freight tariffs 
to conform with the new Missouri railroad law and the orders 
of the Commissioners. It is the only company that has yet an- 
nounced its intention of conforming to the law. 


Northern Pacific. 


In the New York Supreme Court, July 6, the suit of Edwin-L. 
Stanton, Receiver of the First National Bank of Washington, 
vs. the Northern Pacific Railroad, came up for argument on a 
motion for judgment on the defendant’s demurrer as frivolous. 
It appeared that one note for $40,000 and two for $30,000 each 
had been made by the railroad company to Jay Cooke, and were 
discounted by the First National Bank. Attorney for defend- 
ants, He tanton, said that these notes had been all paid on 
bonds, and urged that there was a defect in the complaint by 
failure to state that the receiver was the lawful owner of the 
notes. Decision on the motion was reserved. 


Marietta, Pittsburgh & Oleveland. 


This company recently notified the Post Office Depurtment 
that it would shortly pre to carry the mails over its road 
from Marietta, O., to Canal Dover, unless some additional com- 
peneenien was given. The Department has no authority to do 
his, and will, it is said, should the company persist in its re- 
fusal, employ temporary service and advertise and relet the 
route. 


Oairo & Vincennes. 

The receivers, Messrs, A. B. Safford and H. L. Morrill, have 
issued the following notice, under date of June 30: 

**'The undersigned hereby give notice that, in compliance 
with an order of the United States Circuit Court for the South- 
ern District of Illinois, dated June 24, 1875, we have been re- 
lieved from our trust as Receivers of the Cairo & Vincennes 
Railroad ; and have turned over said railroad and all its prop- 
| to our successors, Messrs. Drexel & Tracy, Receivers, who 
will carry out all contracts and obligations made by us, and to 
whom will be left the settlement of our accounts.” 


Buffalo Oross-Town. 

This company, which purposes building a railroad through 
the city of uffalo to connect the various lines entering the 
city with each other and the harbor, has been reorganized by 
the resignation of a number of directors and the election in 
their places of persons connected with the New York Central & 
Hudson River. It is said that the latter company will build a 
part of the Cross-Town road at once. 


Atlantic & Gulf. 

This company has made arrangements to carry fruit and 
vegetables from North Florida to Chicago and other points in 
the Northwest. Cars for this service have been prepared, and 
the trains are to be run through with the least possible delay. 
Several trains loaded with watermelons have already been 
dispatched. 

P-tersburg. 

The recent trouble has been settled by the payment of the 
claims held by the judgment creditors of the company and the 
second-mortgage bondholders. The payments were made b 
Col. Gorden, of Richmond, as agent for a party unknown, whic 
is reported to be the Richmond & Danville, or the Pennsylvania 
Railroad Company. 


Frankfort, Muncie & Bloomington. + 

This company is continuing its proceethings for the appraise- 
ment and condemnation of the abandoned road-bed and right 
of way of the Lafayette, Muncie & Bloomington road, notwith- 
standing the fact that the latter company has given notice of 
its intention to go on and complete the road. A law-suit is the 
probable result. 


Milwaukee & Dubuque. 

The Milwaukee Sentinel says that some English capitalists 
offer to take the entire issue of bonds for the construction of 
the road through to Dubuque, on condition that they are to 
have three directors in the management, and that the first 
section of 30 miles shall be constructed by the corporators. On 
the completion of the section the capitalists are to pay in at 
the rate of $15,000 a mile on the finished way. Under these 
conditions the company will be obliged to procure means to 
construct the first division to insure funds for the completion 
of the remainder of the roadway. The proposition will be met 
by one requiring an advance of half the amount necessary to 
build the first 30 miles. 


Hannibal & St. Joseph. 

The St. Joseph (Mo.) Herald of recent date says : 

‘* As-previously noticed, another change has taken place in 
the running management of the Hannibal & St. Joseph Rail- 
road. Mr. lL. W. Morse, whofor something more than a year 

ast has been General Manager of the road, has retired, and 

r. H. H. Courtright has resigned the general superinten- 
dency, and is succeeded by Mr. Charles N. Lee. 

‘These changes, it is understood, have been brought about 
chiefly through the instrumentality of Gen. J. W. Singleton, of 
Quincy, aided perhaps to some extent by Col. A. W. Lamb, ot 
Hannibal, The reasons for them are probably not definitely 
known, except to the gentlemen named above, and the Execu- 
tive Committee of the board of directors. 

‘“* Since Mr. Morse was placed in charge of the road many 
changes have been made, and, as a natural consequence, con- 
siderable opposition has been arrayed against him. It is as- 
sertedin his behalf that these changes were made in the inter- 
est of the road, and to subserve the welfare of the stockholders. 
According to our view, at least some of the changes were ill- 
advised, and calculated to have a decidedly opposite effect 
from which it is claimed they were intended. But. conceding to 
Mr. Morse all sincerity of purpose, and we have no occasion 
whatever to do otherwise, we cannot help believing that had he 
been a little more thoroughly westernized his course would 
have been somewhat different, and would have resulted equally 
as satisfactory to him as the one he has pursued, and better 
for the company. There is one thing certain, though; Mr. 
Morse has had his craft full-rigged, and has carried a high 
sail, bearing down all opposition until now. Presidents and 
superintendents have been made to yicld and give way to his 
authority,and the responsibility for the management of the road, 
ert or bad, has rested upon him. And on this point it is due 

© him to say that the most alleged against him is the dissat- 

isfaction said to exist on account of the course he has pursued, 
while we hear no intimation from any quarter that the man- 
aguas. of the road is not of the most skillful and economical 
oharacter. 

“Mr. H. H. Courtright, who was appointed General Su 
tendent to succeed Mr. Towne, very reluctantly acce the 

sition. As General Freight Agent of the road he had all that 

e cared to attend to, and was therefore not anxious to assume 
a double responsibility. In the changes which have been made 
we understand that everything is perfectly satisfactory to Mr. 
peste 80 far as he is affected, and that he is glad of the or» 

portunity to devote his whole time to the freight business of 
the road. It is proper to say that he was consulted before any 
change of Superintendent was made, and he was relieved from 


rin- 





ag) ag mg at his own request. . 
“Mr, Chas. N. Lee was appointed to the general agency at 


Quincy in 1868, during Mr. C. W. Mead’s administration, which 

ition he has filled up te the present time in the most sat's- 
actory manner. He has given the business in his charge ihe 
most careful attention, and has given the most undoubted 
proof of superior railroad ability. e was formerly connected 
with the Chicago & Alton and Chicago, Burlington & Quine 
roads, and he possesses all the requirements for a popular and 
successful railway manager.” 


Dividends. 


Dividends have been declared by the following companies : 

Paterson & Hudson River (leased by the Erie ), 4 per cent, 
semi-annual, payable July 2. ; 

Paterson & Ramapo (leased by the Erie), 34% per cent., 
semi-annual, payable July 2. ‘ 

Panama, 3 per cent., quarterly, payable July 15. 

Philadelphia & Reading, 2% per cent., quarterly, payable 


a 30. 
ast Pennsylvania ( Philadelphia & Reading, lessee ), 3 per 
cent., semi-annual, payable July 30. 

Providence & Worcester, 5 per cent., semi-annual, payable 


July 1. 
Pittsfield & North Adams (leased by Boston & Albany ), 3 
per cent., semi-annual, payable July 1. 
Berkshire (leased by Housatonic ), 1% per cent., quarterly, 
payable July 10. 
owa Falls & Sioux City ( leased by Dlinois Central ), 1¥% per 
cent., payable July 1. 
Chicago, Iowa & Nebraska (leased by Chicago & Northwest- 
ern ), 4 per cent., semi-annual, payable July 1. 
Concord & Portsmouth, guaranteed, 34% per cent., semi-annu- 
al, payable July 1. 
Portland, Soco & Portsmouth (leased by Eastern ), 5 per 
cent., semi-annual, payable July 1. 
ee & Nashua, 3% per cent., semi-annual, payable 
yi. 


Memphis & Little Rock. 

There is but little change in the position of affairs on this road. 
The property still remains in charge of Mr. R, K. Dow, the agent 
for the trustees, and he is running trains as usual, Mr. Dow has 
made application to the United States Circuit Court at Little Rock 
for instructions and also for aninjunction to prevent the officers 
or directors of the company from interfering with him, and a 
hearing in the case will be had August 10. -It is variously as- 
serted that all the directors except Mr. Brinkley approved of 
the transfer of the road to Mr. Dow, and that none of them 
—, anything about it until the President had made the 
transfer. 


A Railroad in the Oentennial Grounds, 

The Philadelphia correspondent of the Jron Age says: “We 
have to chronicle a contract which has just been closed by the 
managers with a passenger — company here, by which 
they are to construct and operate within the Exhibition 
grounds a double-track narrow-gauge railroad, which will 
traverse the entire circle between the various buildings, a dis- 
tance of some three and a half miles, This road is to be 
equipped with five locomotives and 40 palace cars, all of which 
are tendered the company free of cost by different locomotive 
and car builders of the country. While this will be a great ac- 
commodation in affording means of transit to visitors, it will 
also be a splendid advertisement to the shops furnishing the 
cars and engines. Itis alsoa suggestion to numerous manu- 
facturers of all sorts of conveniences and comforts to the public 
to place them at the disposal of the commission to be use 
throughout the grounds, thus accommodating the visitors and 
benefiting themselves at the same time.” 


Portland & Ogdensburg. 

The track is laid through the White Mountains to a 
miles beyond the late terminus at Bemis, N. H., and 94 miles 
from Portland, Me. Construction trains now run to the end of 
the track, about a mile from the Fabyan House, and it is 
intended to have regular passenger trains running by the end 
of the month to the Fabyan House and a connection with the 
Boston, Concord & Montreal. A connection, though by a 
somewhat roundabout route, could then be made with the Ver- 
mont Division by running over the Boston, Concord & Montreal 
to Wells River, and the Connecticut & Passumpsic Rivers road 
to St. Johnsbury. 


Central of New Jersey. 

Regular trains began running through on the New York & 
Long Branch Division, July7. Six trains daily are run through 
to Long Branch, besides an accommodation to South Amboy. 

The new line will probably have a considerable local freight 
traffic, especially in fruit and vegetables, as the lower end runs 
through a country mainly devoted to truck farming. It is said 
that arrangements are to be made to run the New Jersey South- 
ern peach trains through to Jersey City by this line. 


Lehigh Valley. 

This road is now added to the list of those running ese 
trains to New York. The passenger trains now run over the 
Easton & Amboy Division to Metuchen, 25 miles from Jersey 
City, and thence over the Pennsylvania road to New York. 
Four daily trains are run, two through express trains to Elmia, 
one passenger to Tunkhannock, Pa., and one to Mauch Chuns. 
A fair passenger traffic is expected to grow up along the new 
line in New Jersey. 


Atlantic & Great Western. ; 
The London Times says: “Sir John Swinburne, who till 
lately acted as one of the trustees of the Atlantic & Great West- 
ern Leased Lines Rental Trusts, has issued a very extend- 
ed report on the position of these trusts, and a narrative of his 
proceedings when in America last winter. It would be impos- 
sible to convey any adequate idea of the contents of the report 
in a reasonable amount of space,but one or two prominent facts 
may be stated. The position of the trusts is in most respects 
as unsatisfactory as could well be. Interests cross and conflict 
with each other, and powers are divided, mixed up, or over 
ridden in a way that renders the whole subject ho elessly be- 
wildering to an outsider; but one purpose is always clear, 
that money should be made by promoters, and one effect is 
always visible—wreck and ruin. There have been diver- 
sions of money to purposes for which it was never ral ~¥ 
fraudulent leases have been made, such as that renting ‘ e 
Pithole line, 11 miles long, to the Atlantic & Great Western ed 
$50,000 per annum, and the Pennsylvania petroleum line a} 
$300,000, the one being valueless and the other unmade, bere 
assignments of surplus nr have been freely gr 
where no surplus earnings could possibly be made. This P g 
hole line was sold lately to the president for $590 at —~ a 
stance of a creditor for $600. It cost the Atlantic & re 
Western line £45,000, and has about £8,000 worth of rails on “ 
Jobbery has reigned everywhere, one instance being a 
where a line of less than 32 miles in length had lp grape Soe 
gaged in working it, including a chief engineer with a 
of $5,000 per annum. Some of the trusts, however, ir eg “A 
really good property, such as that covering ning 


the Maho as 
ley, the Shenango & Allegheny, or the Cleveland & Columbu 
lines, and it has 


int 16 


en the strenuous endeavor of Sir John Swin- 
burne to protect the interests of the trust bondholders in ae 
properties, and to prevent their being swallowed up 

eneral wreck of Atlantic & Great Western affairs. mer 7nd 
he system by which the same people ruled the whole Fyn 
terests, and under which the same firm of lawyers acted po gs 
for. plaintiff and defendant, bondholders, airs ied 
ceivers, By his exertions ‘he seems to haye rtially sent poard 
in rescuing the Columbus line, getting an indepen 
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| tor the future and without providing for the payment of enor- 

mous sums due within a tew years. e hol of preferred 

stock, the greater Fag? of which is in the hands of the richest 
| Classes of our people, do not care if they receive no dividends 
| for a couple of years, and I believe that they will not regret it 
if they hold them. In the depression of the prices many Hol- 
land bankers pretend to see the hand of Jay Gould. It may 
be; but if it is so, he will be convinced also that it is not easy 
to take the shares out of our hands.” 


New York & Long Island Bridge. 

This company purposes building a bridge over the East 
River from New York to the Long island - ot at the lower 
end of Blackwell’s Island. The river there is com —— 
narrow, and a pier can be on the i ere Wi 
be two spans, one of 720 and one of 590 feet, besides 600 feet 
of shorter spans. The eg gee on the New York side 


appointed and a distinct receiver. He has also destroyed the 
lawyers’ monopoly in the various properties, and so far lessened 
a great and miserable scandal such as we in this country can 
hardly conceive. Whether Sir John has succeeded in per- 
manently sifting what is worth anything among the trust pro- 

ies out of the mud or not is, however, gly doubtful, 
so endlessly have interests been intermixed, lease lies above 
lease, obligation behind obligation, until nobody can say where 
his property really can be found. On the whole, the chances, 
we should say, are that Sir John Swinburne’s labors will be in 
yain, and that the trust bondholders will be left in the lurch. 
There are as many legal points to be settled as would suffice 
to eat up the value of their bonds many times over before they 
get possession of the roads which seem justly to belong to 
them.” 


Mexican International. 

The contract as approved by the Mexican Congress is pub- 
lished in the Mexican pee remaining substantially the same 
as when made with the administration in December last, at 
which time we gave an account of it. The line is to extend from 
the terminus of the International of Texas on the Rio Grande 
by a route to be determined after surveys in a general south- 
westerly direction to the city of Leon, in the State of Guana- 
juato, which is about 280 miles from the cityof Mexicoin a 
northwesterly direction and on the line of a railroad to be con- 
structed from the city of Mexico, for which a Mexican company 
has a concession and subsidy. The line of the Mexican Inter- 
national will be 600 to 700 miles 7 it is to reach, by the 
main line or branches, the cities of m (100,000 inhabitants), 
Lagos, Aguas Calientes (20,000 inhabitants, Zacatecas (15,500) 
Durango (12,500), San Luis Potosi (40,000), Saltillo 
(8,000) and Monterey (14,000). The survey of the first 
124 miles must be completed and submitted for approval within 
18 months from the date of the law—that is, about the 1st of 
January, 1877, and the survey of the rest of the line a year later. 
Construction must be begun at Leon, or at such other point as 
may be decided upon for the junction with the Mexican Cen- 
tral, within three months from the time the Central is completed 
to that point, and at the Rio Grande work must be begun 
within three years from the date of the law. Fifteen months 
after the time set for beginning the work 62 miles of railroad 
(100 kilometres) must be comple and 75 miles per year, or 
130 every two years, must be completed thereafter until the 
whole is completed, which must bu within nine years from the 
date of the law. If it is completed in less time by a year, the 
company will receive a premium of $100,000; if in less by two 
years, $200,000 per year, or $400,000; if in less by 
three years, $300,000 per year, or $960. 000; and if in four 
years less than the prescribed term of nine years, then the 
company will receive a premium of $400,000 per year, or $1,600,- 
000. The company will be considered as organized when 
$2,000,000 of the capital stock is subscribed and 10 per cent. of 
itpaidin. Half ofthe stock shall be offered to the public in 
Mexico during one year on the same terms as in the United 
States. The company shall have its domicile in Mexico, where 
five of its directors must reside, two appointed by the Executive 
of the Republic, and three by the company. The share capital 
must not exceed $25,000,000, in shares of $100. Should the 
company fail to complete the whole road it shall still maintain 
possession of the part built and of the subsidies earned by that 

part. The road must be of standard gauge (4 ft. 8% in.), 
solidly constructed and sufficiently equipped. 

As aid to the company the government binds itself to 
ive a subsidy of $9,500 per kilometre ($15,288 per mile), paya- 
le first when 100 kilometres are completed and after- 

wards on the completion of every 20 kilometres, but not ex- 
tending over a greater length than 1,300 kilometres. This sub- 
sidy, like the premiums offered for completing the line in less 
than nine years, is made payable in “ construction certificates 
of the Mexican International Railroad,” which are made the 
sole legal tender for 25 per cent. of all import duties on the 
Texas frontier. All materials whatever used in the construc- 
tion or working of the railroad will be admitted free of duty for 
15 years, and the road and its appurtenances shall be exempt 
from all taxation for 50 years, and its officers and employees 
shall be exempt from all military and municipal services, ex- 
ceptin time of foreign war. 

e rates to be charged by the company must not exceed 9.65, 
6.43 and 4.02 cents per ton per mile for the three classes of freight 
and 6.43 cents per mile for first-class and 4.02 cents for second- 
class passengers. Two years after the completion of the line, 
these rates may be modified by the company and the Executive, 
but not so as to prevent the earning of 10 per cent. dividends. 

The company must perform postal service free of charge during 

the 15 years while its supplies are admitted free of duty. 

The company is required to give a bond of $200,000, within 
two months from the date of the law, to be forfeited if it fails to 
comply with its obligations under the contract. The law dates 
from June 5, 1875. 


will begin at the corner of avenue and Seventy-seventh 
street. It is proposed to lay railroad tracks across it and to 
make connection with the New York Central and Hudson River 
road on one side and with the Long Island, the Southern and 
the Flushing & North Shore roads on the other. 


Chicago, Saginaw & Canada. 
The track is laid to Alma, Mich., five miles southwest from 


St. Louis, the point of connection with the Saginaw Valley & 
St. Louis road. 


The St. Oroix Land Grant. 






































in favor of the Madison 
cation 
North Wisconsin Railroad 
strain the former from disposin 
trespass fund and the latter 


Madison & Portage toa share of the grant. 
Oleveland, Oolumbus, Cincinnati & Indianapolis. 


from Berea, O. 


Andvrson, Lebanon & St. Louis. 
Local papers report that an 
bonds in New York has been completeh. 


New Orleans & Pacific, 


ble, it is now proposed to begi 
at Aenendvie, Ea. on the 


with the Texas & Pacific. 


New Orleans to Alexandria. 


New York, Boston & Montreal. 


States Circuit Court has appointed Herman 


$754,000 New York, Boston & Montreal and the $85, 


Court. 
Lee & Hudson. 


of the project. 
Wasatch & Jordan Valley. 


ilroad. It is 12 miles long, from the Utah Sou 


Little Cottonwood Canon. 
Sacramento Valley. 


pany fell due July 1, and was not paid. The com 
offered to give bon 


amount of the bonds at par in currency, the note to bear 5 
cent. interest, and to be payable, one-third June 1, one-th 


In the United States Circuit Court for the Western District 
of Wisconsin, July 1, J —= Drummond and Hopkins decided 
ortage Railroad Company an appli- 

aninjunction against the State Treasurer and the 
Company, an action brought to re- 
of the St. Croix land grant 
m selling or conveying 80 
much of the land patented to it by the Governor in December 
last as lay within what is known as the indemnity limits of the 
act of 1856. This is a point gained in favor of the claim of the 


The foundations for the new machine and blacksmith shops 
and the round-house at Brightwood, near Indianapolis, have 
been begun. The stone forthe new shops is being brought 


ement for the sale of 
It is expected that 
money enough will be realized to complete 50 miles of the road. 


In order to complete the Texas connection as soon as possi- 

the construction of this road 
River, and build from that point 
northwest to Marshall, Tex., where connection will be made 
The distance from Alexandria to 
Marshall is about 150 miles. The river route of about 250 
miles can then be used until the railroad can be completed from 


In the suit brought by the French bondholders, the United 
R. Baltzer and 
William G. Taaks special receivers to hold and represent the 
Dutchess 
& Columbia bonds concerned in the suit. The further hearing 
of the foreclosure suit is postponed to the October term of the 


The board of directors of the Boston & Albany has finally 
voted not to aid this road, which probably is a final settlement 


This Utah mining road has changed hands, having been 

nme by the owners of the Bingham Canon & Cam a 
ern a 

Sandy to Fairfield Flat, and the new owners purpose extending 

it five miles further, to Alta, in order to serve the mines of the 


The principal of $400,000 first-mortgage bonds of this > 
ny has 
olders the joint note of Leland tanford, 
C. P. Huntington, Mark Hopkins and Charles Crocker for the 


July 1, and one-third August 1, 1876. The note to be held in 


‘ om Sale conn wg iding the | 
an ow comm: » BVO! complications 
which would result if it wen ae a ae eantiens: , 
A discussion followed, in the course of which a protest was 
made against the putting of a new m en the road, which 
would really be giving away the y of tne present bond- 
holders. Finally, it was resolved to go on with the reorganiza- 
tion, with the additional provisions that all the cost should be 
paid out of the Teoceeis of the sale, and that the common 
stockholders should have no votes until after July 1, 1878. 


The Hoosac Tunnel Line. 

The new manager, Mr. J. Prescott, assumed formal charge 
of the tunnel and the Troy & Greenfield road, July 1. Arrange- 
ments are being made to run one passenger train daily each 
way through the tunnel. It will probably leave North Adams 
in the morning and Boston by the Fitchburg road in the 
afternoon. A moderate freight business continues to pass 
through the tunnel, and a heavier traffic will probably not be 
sought for until the arching is completed. 

Memphis & Little Rook. 

The transfer of this road to Mr. Dow puts the property in 
the hands of the trustees under the first mortgage, whose 
agent Dow is. President Greenlaw defends his action on the 
ground that it was done to prevent a foreclosure suit and the 
attendant expense. 


Boston, Hartford & Erie. 
In the Rhode Island Supreme Court at Providence, June 30, 
upon the petition of the trustees under the Berdell mortgage 
for a decree soeens Se to_ convey the property now rela 
by them to the New York & New England Company, the decree 
was entered after being amended by inserting a clause d- 
ing that nothing in the decree contained 41 at any time be 
construed to affect or impair in any way or manner the rights of 
any mM OF CO! tion to hold common or preferred 
8 in the Hartford, Providence & Fishkill Railroad Company 
or of any person or corporation not party to the suit. 


The Green Line Railroad War. 
By way of retaliation on the Iron Mountain and other Green 
Line companies for the restrictions placed upon its Southern 
freight business, the St. Louis & Southeastern has reduced the 
passenger fare between St. Louis and Nashville, Tenn., to $2, 
and purposes making other reductions in course of time. 
Missouri River, Fort Scott & Gulf. 
Holders of coupons due January 1, a, on the first-mort- 
gage bonds of this company, are notified that upon surren- 
er of the same at the surer’s office, No. 26 ee 
Boston, they will receive one-half of the face thereof in 
and the other half in the six months’ promissory notes of this 
company, payment of whichis secured by the unpaid balance 
of the oe so surrendered, held in trust for that purpose 
by the trustees. 





— 


The English Continuous Brake Trials. 





As we recorded briefly last week, the trials of continuous 
brakes carried out under the “yo of the Railway Com- 
panies’ Association, and under the direction of the Royal Com- 
mission on Railway Accidents, were duly commenced on the 
a inst. = met vp — + ovark branch of Ps en 

ailway. According € 0 programme these e - 
ments were to continue over two on namely, the 11th and 
12thinst., while if yoga the two ollowing days were also 
to be devoted to them, Experience soon showed, however, 
that it would be impossible complete the trials ‘last week, 
and eventually they were continued on Monday and Tuesday 
last, while on Wednesday there still remained some work to be 
done in the way of ascertaining the weight of several of the 
competing trains at Derby. At the time we are writing these 
official weights have not reached us, and inasmuch as in some 
of the experiments these weights have an important influence, 


it has been impossible for us to perpare for our present issue 
such tabulated statements of the ls as would enable the 
powers of the various brakes to be fairly judged. Under these 





cir and considering the value of the experiments 
and the importance of all influences being duly taken into ac- 
count—we have deemed it better to defer until next week the 
publication of our analysis of the results obtained, and in the 
present number we propose only to describe the manner in 
which the experiments were carried out, and to give the leading 
particulars of the competing brakes. 

The piece of line setapart for the trials is situated between 
Lowdham and Thurgaton, and it was well selected on account of 
its straightness and favorable ents. Tho competing trains 
were each morning marshalled in their proper order between 


r 


rangements were as follows: The train with which the given 


trust by*the banking house of aagene Kelly & Co., New York, — oe rena dle ae ¥ c h — 
Maxwell Land Grant. who will also receive the bends ent beld tam in West to eo. up line being placed solely ot the disposal of the Royal Commis- 
Mr. John Collinson’s plan of reorganizing this company was | curity for the payment of the note. p Anon and the ordinary traffic past this being carried 
oc ted spent a mays on = meeting of ay mg oe md- e The ane _— miles long, — ssaes wonge Ne —_ over the down road, which was worked as a single line, and pro- 
olders in ite > thi company i: replaced rings. as no corporate connection e Centra s ‘ a 
by the Western American’ Trust Company, Vegenised or the Pacific, a7 all, or Deatly all of its stock, is held by the tected by @ pilot engine. _ In the manartyy & Se whe ar 


chief owners 0 
paid in gold. 


Sonoma & Marin. 


P It is reported that the plan as printed and distrib- 
u provided that the new company should construct a rail- 
road for an outlet to the land ; but that at the meeting the pro- 
moters said that some typographical errors had crept into the 
printed plan, without noticing them particularly, and showed 
some corrected ones, which, on examination after the meeting, 
Were found to make no provision for a railroad. 


Missouri, Kansas & Texas. 

Our Amsterdam correspondent writes that the members of 
the bondholders’ committee and the bankers there are con- 
stantly buying the Union Pacific Southern Branch bonds, 
which are one of the issues of this r while they sell in ex- 
change the Missouri, Kans 













Creek. 
section, from Petaluma to the coun 
has been let to H. B. Hixon, of San 
begin at once. 


Palisade & Eureka. 


‘oad, 
as & Texas bonds, and it was thought 
‘ ; , id'3 Trains now run to Alpha, Nev., 45 miles south from th 


that they aimed thus to secure a majority. If they should not 
get this, it was thought that ary Be nag ask for a new arrange- 
ment with the bondholders, not being able to carry out the one 
ously made, which required the payment of feb ged the 

of the coupons at first. This, it was thought, would 

hot be received with favor. Before the bankers who issued the 
were able to control a majority of the bondholders’ votes, 

tnd thus dictate the committee. “ Our correspondent says : 
: The srapeny will never again find here buyers for apo 
erred stock. e Holland investor can lose his money be 
silent about it; but, phlegmatic as he is, he will answer every 
new illusion offered him only by total reserve. He knows that 
advance in bad American securities, and not the least in 
Kansas & Texas bonds, is caused chiefly by machina- 


is about 50 miles. 

Oalifornia Pacific. 
Arrangements are hein made for the 

of that portion of the 

Cal., and the Sacramento River at Knight’s Landing 


rmanent rebuildin 


This section from Marysville to 
long, and it was partly destroyed by ood three years ago. 
The reports of a compromise wi 


have been denied by parties interested. 


the latter road. The interest has always been 


The location of this road through Marin County has been 
completed. From San Rafael, Cal., it runs through the Puerto 
Suello by a tunnel, then through the Santa Marguerita Valley 
and across the marshes to the Sonoma line at San Antonio 
The contract for the grading of the Sonoma County 
line at San Antonio Creek, 

ancisco, Cal., the work to 


junction with the Central Pacific at Palisade and five miles be- 
yond the last point noted. The distance from Alpha to Eureka 


rysville Branch between yo 

force 
of men are already at work between Yuba City and Sutter. 
——? Landing is 25 miles 


the Extension bondholders 


trial was to be made was started from a point between Lowd- 
ham and Rolleston Junction, this = being so situated as to 
allow of about « three-miles’ run for ortting up apeok When 
a little over two miles of this distance had aversed the 
train arrived at a portion of the line by the side of which dis- 
tance posts had been set up at me tervals, as we shall ex- 
plain presently, and it was on get of the line thus meas- 
ured off that the observations as to t Np of the trains were 
made and the action of the brakes tes After having com- 
‘pleted a trial the train proceeded to Thurga’ and was there 
ansferred to the other line, and sent back Lowdham to 


again join the rank of competing trains, and to rea) r at the 
forthe point in its proper order. On the other the en- 
¢ | Sineers conducting t 


© experiments, together with the visitors 
witnessing them, were, on a x” made, transferred 
to the train next to be tested, t drawing up slow- 
ly in the rear of the train under trial, and after recei its 
assengers, backing to the starting point to be ready for mak- 
ng ites own run. nks to the able and energetic manage- 
g | ment of Mr. Loveday, of the Midland Compare, Seer whose 
charge the traffic arrangements were placed, the whole pro- 
gramme was carried out with perfect regularity 
We have now to speak of the a 
the speeds of the competing 
tained | in two ways, namely, 
ing certain numbered dis' 
line, and, second, by an electrical arrangement of which we 


ements measuring 
trains. ese 8 were ascer- 
first by — the times of 
ce posts by the side of the 


ions: : tly. measuring were arranged in 
ihe tata ‘bough prices are forced up by fictitious purchases, | Northern Pacific. two soften, the posts of the first series being placed 800 fect 
tos new arrangement the general opinion is, that an ass| At the meeting of bondholders in New York, June 30, the re- being distinguished by the Roman numerals IV, 


al a 
Vitl’een the unit of measurement to which these figures re- 


i ; . | port of the committee —— at the March meeting was read 
tad fo surpass tid eat nT Then der “a by Samuel Wilkeson, and gave a detailed account of the fore- | ferred being 200 feet. The last post of the first series, bearing 
todo so, “The only way to give confidence in the Missouri, | closure proceedings and the arra ements for reorganization. | the number XXIV, was also the zero post for a second series 
Kansas & Texas after a e irregularities that have bap-| Mr. F. A. Lane, o counsel for the bondholders, then explained | placed at intervals of 200 feet, and dis' ed by the on 
Pened, is to appoint Hollanders as trustees or directors, P the legal proceedings in the case. Mr. Thaw, of Pittsburgh, | numerals 1, 2, 3, &c., there being all er forty posts in 
part.” asked what provision had been made for bondholders not as- | second series. Asa rule the poste of the first series were em- 


Ohicago & Northwestern. 

it wri from Amsterdam J 20, speaking 
of sales o: the 1 idiort stock of this company on’ American 
dent (ite 


on 


in a short time. 


says: “ not to a) 





the . ) is an honest man. our is | voice in the management for five years, at least. 
nant on for American investments. We do not It was explained that not coming into the ar- 
things as the payment of dividends without taking care | rangement would have to take their percentage of the proceeds 





senting to the committee’s plan. He had been asked to serve 
the Purchasing Committee, and wanted to know what was 
the position of the small bondholders, who could not be reached 
He thought the common stockholders ought 
r at present, and should not be allowed to have any 


loyed for ascertaining the of the trains prior to the 
pplication of the brakes, while those of the second served to 

tate the measurement of the distances run by the train 
after the brakes had been To ascertain the speed, the 
time of poating Sem was recorded, first by ob- 
servers in the trains, and, g. hy the meanet oromet of 
Royal Engineers who were stationed at the Perit, 9m whe 





started stop watches on each train passing thent. 
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by stopping these several watches simultaneously after the 
train had passed, and then comqese them, the times occu- 
pied in running the successive intervals between the posts 
co ascertained. y 

Our own observations of the speeds, which were made with 

t care, were made in the trains, and were carried out as 
‘ollows: A party of four observers was formed, and these 

observers, whom we will designate A, B, C and D, each kept to 
particular duty during the whole of the trials, it being found 
that so doing greatly facilitated the socening of strict accuracy. 
On arriving on the measured-off portion of the line, the pass- 
ing of post 0 was announced by a given b observer A, 
who in a similar manner subsequently announced the passing 
of the other posts IV, VIII, &c. On receiving the first signa 
thus given, observer started a stop watch or chronoscope 
marking quarter seconds, and he subsequently, on the ener z 
of the other posts being signalled, read off the times at whic 
these signals were given. The times thus read off were at 
once recorded by observer C, who thus had to put down a 
series of figures representing the times in seconds which had 
clapsed since passing post 0. Of course the differences be- 
tween these figures ee to the times occupied in run- 
ning the several intervals between the posts. On arriving at 
post XX, observer A not merely gave the usual signal, but also 
started another chronoscope beating quarter seconds, 
this chronoscope being again stoppe him on 
his signalling the passing of post XXIV. The time of travers- 
ing the last 800 ft. distance was thus recorded by two independent 
observers, and we may remark that in but very few instances was 
there a difference of a quarter of a second between the two ob- 
servations. On the brake being —_ observer A gave 
another signal, upon the receipt of which observer B read off 
the time—to be duly recorded by observer C—while ob- 
server D also started another stop watch, which he 
duly stopped on the train arriving at a standstill. It will be 
seen that, by the arrangement we have just described, the 
times of passing the posts (from which the speeds were derived) 
were, in the case of the last 800 feet, checked by two observers 
A and B, while the times of making the stops were similarly 
checked by observers C and In some cases this 
system of observation was extended so as to take note of the 
rates of retardation of the trains; but this is a matter of which 
we must speak orp ey! ‘ 

We have already stated that in addition to the observations 
of the times of passing*the measuring posts, the speeds of the 
trains were also observed by electrical means. The principle of 
the apparatus employed for effecting this was very simple and 
will readily understood. The arrangement consists of a 
strip of eee paper driven at a constant speed by clock- 
work and having pressing upon it a couple of marking points, 
either of which, on the transit of an electrical current, made a 
mark upon the strip of pepee, In the case of one marking 
point the circuit by which it is influenced was “made” 
every half second by a g clock, and this point 
thus imprinted upon the strip of paper a series of 
marks, the distances between which denoted half- 
second intervals, The second marking int, on 
the other hand, was connected by wires with a series of con- 
tact-makers or levers, placed at regular intervals between the 
line of rails on which the experimental trains run, these levers 
being necessarily depressed by the flange of one of the engine 
leading wheels, and each lever when so depressed closing a cir- 
cuit, and by so doing egestas the second point to make a mark 
on the strip of paper. In this way the strips of paper received 
two series of marks, one denoting half seconds and the other 
the times of the trains passing the contact-makers just men- 
tioned, and of course by a comparison of the two sets of marks 
the speed of the train could be easily calculated. With the ex- 
ception of part of one day, when all electrical working was de- 
ranged by a thunder-storm, the arrangement of which we have 
just been speaking we believe worked well, but the results it 
recorded will, we understand, be reserved for the use of the 
Commissioners, and until the publication of their report there 
will, therefore no opportunity of ongoing the observa- 

obtained -by the other means we 


tions thus made with those 
have described. 

Having explained the manner in which the experiments were 
made, we have now to give some particulars of the competing 
trains, and of these we propose to speak in the order in whic 
they came on for trial. 

& Northwestern Train, fitted with Clark & Webb's 
Chain Brake.—This was an extremely handsome new train, well 
representing the im t company by whom it was sent. It 
consisted, hike the com trains, of thirteen carriages 
und two vans, or fifteen v , both vans and carriages 
being in this case six-wheeled, and the carriages each having a 
luggage compartment in the centre. The brake with which 
they are fitted is an improved arrangement of Mr. Clark’s chain 
brake, well known to many of our readers from its long use on 
the North London Railway. In this arrangement the brake is 
applied by the tightening of a chain, which is attached toa drum 
beneath the van, this drum being so mounted that it can, when 
desired, be driven by “ag it in contact with a friction 
wheel fixed on thevan axle. This arrangement of chain 
brake is one which does not work well if the chain is led —_ 
many carriages, and to avoid this the competing train of whic 
we are peeeras was made up so that the brake could be worked 
in sections. us the train as arranged for the first trial was 
made up as follows: First, four carriages; next a van fitted 
with two chain drums, each capable of being driven independ- 
ently ; next, four ges having their brakes actuated from 
the first van; next, five es having their brakes actuated 
from the rear van, and y the rear van. In some of the 
eens experiments the brakes on some of the carriages 
were wn out of use, but this is not a matter with which we 
have at ttodo. Onall the carriages the brakes were 
applied to the end wheels only, the centre wheels being left 
free, while in the case of the vans the brakes were applied b 
hand only and not by the chain. The brake blocks were all 
cast iron and all double, or, in other words, applied to both 
sides of the wheels. The details of the brake gear were very 
neat and well worked out. ; 

To actuate the continuous brake the guards on this train 
merely release a , lever in each van, and allow the 
winding drums to be driven by the friction wheels on the axle, 
while provision is also made for releasing the levers by pullin 
a cord which can either be made to connect the vans or exten 
to the engine, this cord pulling a trigger in each van, which in 
its normal position holds the corresponding drum clear of the 
friction wheel. The advantages and disadvantages of this 
brake we leave for discussion until we are dealing with the re- 
sults of the trials. 


The train we have just been describing was hauled by one of 


Mr. Webb's new Se engines with inside cylinders and 
the driving and trailing wheels coupled, the cylinders being 17 
inches in diameter by 24-in. stroke, and the coupled wheels 
6 ft. 6in. in diameter. This class of engine is identical in gen- 
ral design and details with that illustrated and described by 
us on page 185 of the present volume, with the exception that 
the wheels are 12 inches larger and that the boiler is raised to 
the extent rendered necessary by the increased diameter of 
wheels. The tender is six-wheeled and provided with a hand 
brake only, each wheel being fitted with a single wooden block. 
The 6 is not fitted with a brake. 

with Steel & McInnes’s Air Brake.— 
This was a train up of vehicles of various types, all, how- 
ever, being four-wheel The brake blocks, too, were in each 
case single or applied to one side of each wheel only, seven 
vehicles (incl the two vans) being fitted with wooden and 
the remaining eight with iron blocks, The two vans were 


belongs to the class of “‘ positive” brakes, or in other words it 
is normally ready for application, a breaking away of the train 
bringing it into action. The arrangement may be briefly de- 
scribed as consisting of a vertical cylinder placed at each end 
of each carriage, each cylinder being fitted with a piston the 
rod of which passes out through a stuffing box at the lower end 
of the cylinder, and is directly connected to a bell crank from 
which tension rods are led off to apply the brake blocks to the 
nearest pair of wheels. Thus the upward motion of the piston 
hauls upon the tension rods and applies the brake, and vice 
versa. Cast in one piece with each cylinder is an air reservoir. 
this reservoir being in free communication with the lower en 
of the cylinder, and being also connected with the cylinder 
Above the piston by a passage having a valve opening towards 
the reservoir. The upper end of each cylinder is connected to 
two lines of pipes which extend throughout the train and which 
are also in communication with an air reservoir on the tender, 
this reservoir being maintained charged with compressed air 
by a steam pump fixed in the engine foot-plate. 
The action of the arrangement is as follows: Under normal con- 
ditions the lines of pipes are charged with py pre air, and 
it hence follows that the various reservoirs on the carriages are 
similarly charged, the air entering them through the passages 
fitted with the check valves already mention Under these 
conditions the same pressure exists above and below the pistons. 
and the weight of the latter combined with the unbalance 
ressure on the area of the piston-rod causes them to fall to the 
ttoms of the cylinders and release the brakes. If, however, 
the air be released from the lines of pipes, either by the break- 
ing away of the train, or by the action of the guards or driver. 
the pressure is removed from the upper sides of the pistons, and 
the latter are then forced upwards by the expansion of the air 
in the annexed reservoirs, and the brakes are thus applied. 
The connection between the carriages was in the experimental 
trial made by hose pipes, the ends of which are fixed to the 
cylinders by a somewhat clumsy arrangement of pinching 
screws, which renders the attachment or detachment of a car- 
riage by no means an operation to be.performed promptly. We 
believe, however, that in their more recent plans, Messrs. Steel 
& McInnes secure the ends of the hose by gripping levers in- 
stead of by screws, and this is an improvement. The piston-rod 
stuffing-boxes also being always under pressure, involve consid- 
erable leakage, which has to be made up by constant pumping. 
Such stuffing-boxes will, we anticipate, be very difficult to keep 
reasonably tight for any length of time, and hence this loss of 
air by leakage appears unavoidable with this arrangement. 
We shall, however, have more to say of this brake hereafter 
when we come to speak of the trials. 

The Caledonian train was hauled by one of Mr. Connor’s out- 
side cylinder passenger engines, with 17 in. cylinder, 24 in. 
stroke, and coupled driving and trailing wheels 7 ft. in diame- 
ter. The engine was not fitted with a brake. The tender was 
six-wheeled, each wheel being fitted with a single wooden 
block. The tender brake can be applied by hand or air pres- 
sure, the arrangement for actuating it by air pressure being, 
however, different to that employed in the earriages. In the 
case of the tender the brake is applied by the admission of the 
air to—instead of its release from—the upper end of the 
cylinder. 

Train from the London, Brighton & South Coast Railway, 
fitted with the Westinghouse Vacuum Brake.—No train on the 
zround was more admired for its design and high finish than 

hat sent by the London, Brighton & South Coast Railway Com- 
pany. It consisted, with the exception of the vans, of entirely 
new stock made from Mr. Stroudley’s latest patterns, these car- 
riages being all four-wheeled, and being all fitted with cast- 
iron blocks applied to one side of the wheels only. The West- 
inghouse vacuum brake was fully described and illustrated by 
us on page 188 of the present volume, and it will therefore be 
unnecessary that we should re-describe it here. We need onl 
state, therefore, that, in the case of the London, Brighton 
South Coast train, it was applied to all the wheels of the car- 
riages and vans; but not to the wheels of the engine or tender. 
The engine by which the train was drawn was one of Mr. 
Stroudley’s new express engines, with 17 in. oe, 24 in. 
stroke, and single driving-wheels 6 ft. 9 in. in diameter. The 
driving and trailing wheels of the engine were fitted with 
brakes which could be applied either by steam or by hand. The 
tender is six-wheeled, and each wheel is fitted with a single 
wooden block. The tender brake is applied by hand only. 

Great Northern train, fitted with Smith’s Vacuum Brake.— 
This was the heaviest of the competing trains, and it consisted 
of two six-wheeled vans and two four-wheeled and eleven six- 
wheeled carriages. The two vans and one of the four-wheeled 
carriages had wooden brake-blocks, but on the remainder of 
the vehicles the blocks were of cast-iron. The blocks were in all 
cases applied to one side of each wheel, the brake gear being 
arranged to give an approximately equal pressure on each block. 
In the Smith’s vacuum brake the blocks are applied by, the col- 
lapsing of india-rubber cylindrical bags which are supported 
by internal rings so that when the air is exhausted from them 
they collapse endways, and thus act on the brake levers. The 
durability of these bags is very doubtful, while they are, of 
course, very liable to accidentalinjury. Each of the Great 
Northern carriages carried one of these bags. Throughout the 
train there extend two lines of pipe, the various bags bein 
connected to one line of pipe, while the other extends righ 
through to the rear, where it is connected to the first-mentioned 
line by the coupling up of the rear hose pipes on 
the last vehicle. he effect of thisarrangement is to cause 
the rear brakes to go on more quickly than those in front of 
them. The exhaustion oi the air from the pipes is effected 
partly by a couple of stexm ejectors fixed on the engine by the 
side of the smoke-box, and partly by a couple of Gwynne & 
Beale’s exhausters fixed one in each brake van, and driven by a 
wire rope, which passes over a grooved pulley cast in one piece 
with a friction pulley which can be brought into contact with 
another friction pulley fixed on the van axle. The movable fric- 
tion pulley is forced against the pulley on the axle by means of 
a spring; but when the trainis running the two pulleys are 
held apart by a kind of trigger arrangement, which is connect- 
ed by a cord with the collapsing bag with which each van is 
fitted. The effect of this arrangement is, that immediately the 
bag begins to collapse from the ejector on the engine being set 
to work, it releases the trigger and thus brings the friction 
wheels into contact and causes the exhauster to be driven. The 
exhauster can also be easily started by the guard palling a 
string, or otherwise releasing the trigger which holds the fric- 
tion wheels out of contact. Of the action of these arrange- 
ments we shall have to speak hereafter when describing the 
trials. 

The Great Northern train was hauled by an inside cylinder 
engine with cylinders 17 in. in diameter and 24 in. stroke, and 
single driving wheels 7 ft. indiameter. This engine was not fitted 
with a brake, and the tender, which was six-wheeled, had onl 
a hand brake, each tender wheel ani | a wooden brake block 
on one side only. The Northeastern Railway Company, how- 
ever, sent one of their my oe express engines of the type 
which we illustrated on page 417 of our last volume, and this 
engine, which was fitted with Smith’s vacuum brake, was in 
some of the experiments run with the Great Northern train. 
This engine had inside cylinders 17 in. diameter and 24 in. 
stroke and coupled wheels 7 ft. in diameter. The brakes on this 
engine and tender were actuated by no less than six of the col- 
lapsing india-rubber em placed under the tender, these bags 
ac ing on the six wooden blocks applied to the six tender 
wheels, and also by means of a chain pulley on the engine 
brake. This latter consisted of four wooden blocks, applied one 
to each of the coupled wheels, The Northeastern engine, like 





fitted with hand brakes only. The Steel & McInnes air-brake 





es, 


that belonging to the Great Northern Railway Company, had 
two ejectors fixed on the right-hand side of the smoke-box, the 
exhaust steam and air from these ejectors being discharged 
into the chimney. 

Lancashire & Yorkshire Train, fitted with Fay’s Continuous 
Brake.—Mr. Fay’s brake, which was shown applied to the Lan- 
cashire & Yorkshire train, has now been so long before the pub- 
lic that its arrangement is probably familiar to most of our 
readers conversant with railway matters. We may, neverth<. 
less, state that in this case each carriage has a shaft assing 
along it from end to end, « screw on this shaft actuating the 
brake levers. The shafts are coupled up between each pair of 
carriages by a square bar, of which one end carries a coupli 
while the other end slides in a socket forming part of the shaft 
beneath one of the carriages. The square coupling bars thus 
transmit the rotary motion from one shaft to the other, while the 
sliding movement of the bar in the socketjust menticned allows 
for the play of the buffers. The train sent for competition 
was made up in two sections, one consisting of a van and gix 
carriages, and the other ofa van and seven carriages. Each 
section was complete in itself, the brakes on the vehicles com- 
posing it being all actuated by the guard in the corresponding 
van. The vehicles of the train were all four-wheeled, and were 
fitted with slide brakes and wooden brake blocks, the latter 
being very carefully adjusted. The train was driven by an in- 
side cylinder engine, with 15 in. cylinders, 22 in. stroke, and 5 
ft. 9in. wheels, this engine having a six-wheeled tender fitted 
with a hand brake only, the brake blocks being of wood, and a 
single block being a Yea to each wheel. 
idiand Train, d with Barker’s Hydraulic Brake.—Mr, 
Barker’s brake, as applied by him on the Great Eastern Railway, 
was illustrated by us on page 29 of the present volume, anda 
reference to the description there given will explain many of 
its details. In the case of the Midland train sent to the compe- 
tition, however, the water under  egeeny instead of being sup- 
plied bya ump driven from one of the van axles, as is the case on 
the Great Eastern line, is supplied by akind of steam accumn- 
lator fixed on the engine. This accumulator consists of a cylinder 
fitted with a piston having a plunger formed on one side of it, 
this plunger working in a second smaller cylinder, which is 
kept filled with water, and which communicates with the line 
of pipes extending through the train. As first tried Mr. Bar- 
ker admitted water from the boiler to one side of the larger 
age and by this means caused the piston to make a stroke, 
he plunger then forcing the water into the pipes, and thus 
applying the brakes. en the latter had to be released the 
communication between the boiler and-the full side of the pis- 
ton was cut off and steam was admitted to the annular area on 
the other side, the result being that the piston was drawn 
back, and the water which had previously filled the large 
cylinder was discharged into the tender. At the same time 
as the plunger was withdrawn any loss of water by leakage 
was made up by water from the tender flowing into the ac- 
cumulator cylinder through a valve opening inwards. The with- 
drawal of water from the boiler to work the brake accumu- 
lator was, however, found to be attended with inconvenience, 
and in the later trials Mr. Barker employed steam to make both 
the outward and inward strokes of the accumulator piston. A 
check valve on the pipes enables the accumulator to make two 
or more strokes if necessary to apply the brakes. The Midland 
train consisted of two four-wheeled vans, each fitted witha 
single wooden block on each wheel, and thirteen four-wheeled 
carriages, each fitted with a pair of cast-iron blocks on each 
wheel. Instead of having a hydraulic cylinder for each wheel 
asin the case of the arrangement employed on the Great 
Eastern line, Mr. Barker has on the Midland train connected 
the a blocks on opposite sides of the vehicle 
by a beam, and has arranged a hydraulic cylinder to draw 
together the pair of beams connecting the brake blocks of each 

air of wheels. With this arrangement there are therefore two 

ydraulic cylinders to each vehicle, instead of four as in the old 
arrangement. The train of which we have just been speakin 
was hauled by an engine with cylinders 17 in. in diameter wit 
24 in. stroke and four coupled wheels 6 ft. 8 in. in diameter, 
these wheels having each a pair of blocks applied to them by 
hydraulic cylinders. The tender was six-wheeled and fitted 
with a hand brake, each wheel having a single wooden block. 

Midland Train, fitted with 1t ‘estinghouse Auto- 
matic and Oontinuous Brake.—Like the train last 
mentioned this was composed wholly of  fow- 
wheeled vehicles, the wheels of the two vans 
and of twelve of the carriages being fitted with single cast-iron 
blocks, while the epetene eotings had cast-iron blocks ap- 
plied to each side of each wheel. The engine hauling this train 
was of similar dimensions to that attached to the train last de- 
scribed, but its coupled wheels were each fitted with one cast- 
iron block actuated in the manner illustrated in our two-page 
engraving. The six tender wheels had each a single wooden 
block capable of being applied either by hand or by the air 

ressure. Of the excellent performance of this brake we shall 
ave tospeak next week. 

Midland Train, fitted with Clark’s Hydraulic Brake.—Owing 
to want of time this train had not been completely fitted, the 
hydraulic brake being applied to the eight front carriages only, 
these yer ee pang each provided with cast-iron blocks ap- 
plied to both sides of the wheels, and the general arrangement 
of the brake gear being similar to that applied to the London & 
Northwestern train. © brakes were actuated by one hydraulic 
cylinder on each carriage, these cylinders being 6 in. in diame- 
ter, except on one carriage, which was provided with a 4-in. cy- 
linder. e two vans of the train were placed at the rear end, 
and each was fitted wiih a slide brake worked by hand, the 
blocks being of wood. The water under pressure for actuating 
the brakes is supplied as follows: Under the footplate of the 
engine is « vertical cylinder having a horizontal cylinder con- 
nected to it near its ~~ end. To the vertical cylinder is fitt 
a deep piston, and to the horizontal cylinder a plunger which 
actuates the brakes on the engine wheels. Lhecylinders be- 
tween the piston and the plunger are filled with water, a pipe 
leading from the tender tank and fitted with a valve open- 
ing inwards making up losses by leakage. To apply the 
brakes steam is admitted under the piston in the verticu! cyl- 
inder, and this piston rising forces outwards the plunger al- 
ready mentioned, and also ishes a supply of water under 
pressure to the pipes extending through the train, and thus 
applies the brakes. The engine was of the same type and di- 
mensions as those attached to the other Midland trains, but 
the coupled wheels were each fitted with a single wooden 
block applied by hydraulic pressure. The tender was 8iX- 
wheeled, and fitted with a single wooden block on each wheel, 
— levers being fitted to insure equal pressure on these 

ocks. 


We have now described in general terms the various 
brakes submitted for competition, and we shall next week 
record the results obtained with them. Meanwhile we may a4 
peat that these trials of continuous brakes have been of — 
value, and naturally they have been watched wit 
great interest, the visitors present rarer J the trials dt 
cluding the locomotive superintendents of nearly all our princi- 
pal lines, together with many of the leading traffic manager 
and other prominent railway officials. As we stated last wees 
the trials were conducted by Mr. Edward Woods (acting 48 z 
Engineer to the Royal Commission) and Colonel Inglis, B. a 
these gentlemen being assisted 4 Lieutenant _ . or al 
Mr. Sankey, R. E., together with a detachment of the " the 
Engineers. The ke of Buckingham, as President © me 
Royal Commission on Railway Accidents, also took ® ™ 
active interest in the  eagpese and to his personal « 
and decision in directing operations the. value of thet 
obtained is very greatly due.— Engineering. 
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KEKLLOGG & MAURICE, 
7 OFFICE AND WORKS: ATHENS, PA. 











Iron and Wooden Bridges, Roofs, 'Turn-tables, Etc. 
4, H, COFRODE. 








J. H. SCHAEFFER. F. H. SAYLOR, 


J. H. COFRODE & Co., 
Ingineers and Bridge Builders. 


DESIGN AND CONSTRUCT IRON, WOODEN AND COMBINATION BRIDGE 
AND ROOF TRUSSES, &c., 
OFFICE: 


__No. 530 Walnut Street, Philacelphia. 


“TODD'S PATENT COUPLING, | 


FOR FREIGHT CARS. 


¥tast.—It is self-coupling; pertectly simple; requires no pins; always sure, and couples readil 
with any car having the ordinary drawbar. hte _ r . . 
ND. ~The expense is b 
links alone in a very ghort tim 
or stolen, 








ut a trifle more than the ordinary coupling, and will be saved in pins and 
e, there being a link always ready for use, without liability of being lost 


Turap.—The saving of time is also a great consideration, as the engineer alone can couple a train o 
cars in much less time than with the aid of two or three men with the ordinary coupling. 


ri P 
a UE TE.— There is no going between the cars to shackle or unshackle; it is entirely safe, always 
—_—o To companies desirous of testing the coupling, one or more will be furnished gratu 


Tae Boston & ALBANY RaILRoaD Co., after a thorough trial, being satisfied of ite utility, have 
purchased the right for their road, and we are permitted to refer to them. ° “ 
For further information respecting it, address 


WILLIAMS, PACE & CO., 
Boston. 


National Locomotive & Machine Works. 
DAWSON & BAILY, 


MANUFACTURERS OF 


LOCOMOTIVES. 


NARROW-GAUGE LOCOMOTIVES A SPECIALTY. 
OFFICE AND WORKS AT CONNELLSVILLE PENN. 


MORRIS TASKER & COMPANY, 


PASCAL IRON WORKS, PHILADELPHIA, 


TASKER IRON WORKS. NEWCASTLE. DEL. 
MANUFACTURERS OF 


lap-Welded American Charcoal Iron Boiler Tubes, 


Wrought-Iron Tubes and Fittings of Every Descrivtion, 
FOR GAS, STEAM, WATER AND OIL. 


Steam and Gas Fitters Supplies, Machinery for Coal Gas Works, etc., etc. 
Vv Sole Manufacturers of 
uleanized Rubber-Coated Iron Tupes, 
o A substitute for lead and galvanized iron tubes for the conveyance of water. 
and Warehouse, No. 15 Gold St., New York. 
OFFICE AND WAREHOUSE, NO. 36 OLIVER ST., BOSTON. 

















PORTER. BELL & OO. 















~ ‘ - >» a, . > Ns 2 ee “ = : ve 4% 
* LOCOMOTIVES 
LIGHT TI ’ 
For Mines, Furnaces, Contractors’ Use, and other Special Service also Light and Heavy Styles of Narrow- 


) PITTSBURGH, PENN. 


Office, No. 5 Monongahela House, 
Works, A, Vv. B. BR. ari 50th Sty 


EXCLUSIVE t 
SPECIALTY 











“BROOKS LOCOMOTIVE WORKS, 


DUNKIRK, N. Y. 





Orders Solicited for Locon:otives Adapted for Everv Cless of 
Railway Service. , 
M. L. HINMAN, Szo’y & Treas. H. G. BROOKS, Pres’r & Sup’r 








ROGERS LOCOMOTIVE AND MACHINE WORKS. 


ersey, 


Paterson, New J 






Having extensive facilities, are now prepared to furnish oomry. of the best and most approved 
description, either COAL OR WOOD BURNING 


Locomotive Engmes, and other Varieties of Railroad Machinery. 


THOS. ROGERS, Treas., 
M. 8. HUDSON, Bupt. 









of vere oe Letters Patent granved to Levi Bissell, Aug. 4, 1857, Nov. 2, 1858 (ex 
tended Nov. 2, 1872); A. W. th, Feb. 11, 1862; D. R. Pratt, Oct. 16, 1860; W. 8. Hudson, April 5, 
and 5 


DRAWINGS FURNISHED AND LICENSES GRANTED ON APPLICATION. 
A. F. SMITH, President. M. F. MOORE, Seo’y and Agent, 





ALBERT BRIDGES, Treas. No. 46/OCortlandt st.4 N. ¥. 





THE RAILROAD GAZETTE. 








RHODE 
W.S. SLATER. 


PROVIDENCE. 
President. 


B. W. HEALEY. ,. a ee = 
. Be WR 


Sup’t and 


ISLAND “LOCOMOTIVE 


RHODE 


‘SuLy 17, 1845 





WORKS, 


EE. P. MASON. 





ISLAND. 


Treasurer. 


W. H. FENNER, 


Seecretarv and 





Gen’| Manager. 





Ass’t Treasurer, 














HINKLEY 


LOCOMOTIVE ers 


439 ALBANY STREET, BOSTON, 
MANUFACTURE 


LOCOMOTIVE ENGINES AND TENDERS, 
BOILERS AND TANKS, 


Gun Metal and Common Iron Castings, 
Castings. 


LOCOMOTIVES AND BOILERS REPAIRED. 


a Sole m-.utacturers o1 the ‘ HINKLEY PATENT BOILER.” All orders will be executed with 


Qin petch. 
F. L. BULLARD, Treas. FRANK D. OHILD, Sup’t. 


ADAMS AYER, Pres’t. 
GEO. F. CHILD, Seoretary. HL. LEAOH, General ‘Manager. 


Brase and Composition 








Schenectady laeeitive Works, — 


SCHENECTADY, N. Y. 
JOHN 0. ELLIS, Pres. OBAS. G. ELLIS Treas. WALTER McQUEEN, Supt. 


DANFORTH LOCOMOTIVE AND MACHINE CO. 


jOHN COOKE, Pres dent. 

J. ¢. BLAUVELT, Vice-President, 

4. J. BIXBY, Sag ba Treasurer, 
COOKE, 


New York, Oftice 52 Wall 8t. 
JAMES perintendent, 


Paterson, N. J. 
LEN, AGENT. 








MASON MACHINE WORKS 


TAUNTON MASS. 





WM. H. BENT, Treas. 

BUILDERS OF ALL KINDS OF 
LOCOMOTIVES, 
i,GLUDING DOUBLE-TRUCK LOCOMOTIVES FOR WIDE OR NARROW-GAUGE RAILROADS. 
4L30 ALC KINDS OF OO1LON MACHINERY. 


WM, MASON, Prest, FRED’K. MASON, Agent. 


LOCOMOTIVE WOoRIiIts, 


BURNHAM, PARRY, WILLIAMS & 00, Philadelohia, 
LOCOMOTIVE ENGINES. 


Especially Adapted to Every Vaz iety of Railroad Service, including 
Mining Engines and Locomotives for Narrow-Gauge Railways, 
All vork acevrately fitted to gauges, and thoroughly interchangeable. Plan, Materials, Work- 
manship, Finish and Efficiency fuily guaranteed. 
CHAS. T. PARRY. WM. P. HENSZEY. 
EDW. LONGSTRETH. SOHN H. c JONVERSE. 


GEO. BURNHAM. 
EDWARD H. WILLIAMS. 


~ PITTSBURGH LOCOMOTIVE & ‘CAR. ‘WORKS, 


PITTSBURGH, PA. 


MANUFACTURERS OF 
LOCOMOTIVE ENGINES FOR BROAD OR NARROW GAUGE ROADS. 
From standard designs, or according to specifications, to suit purchasers. 


Tanks, Locomotive or Stationary Boilers furnished at Short Notice. 
D. A, Stewart, Pres’t J. A. Durer, Sup’t. WILson MILLER, Sec. and Treas, 


Taunton Lasamaties Manufacturing Coy, 


[ESTABLISHED IN 1846.] HARRISON TWEED, Treas. 


TAUNTON, MASS. 


P. I, PERRIN, Supt. 





‘|Manchester Locomotive "W orks, 





MANUFACTURERS OF LOCOMOTIVE ENGINES 





work: 
= beren accurately fitted to es, All parts duplicates and guaranteed of best material = 
y gaug' P Pp Onn A URNHAM.. 


Ae B 
AKETAS BLOUD, Agent, Manchester, N. H. WM. G. MEANS, Treas., Boston, mat 





